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DIESEL RAILWAY TRACTION SUPPLEMENT 
The June issue of THe Ratwway GazettE Supplement, illus- 


ting and describing developments in Diesel Railway Traction, 


»e veady on June 1, price 1s 


GOODS FOR EXPORT 

The fact that goods made of raw materials in short supply 
ng to war conditions are advertised in this paper should not 
taken as indicating that they ave available for export 
POSTING ‘‘THE RAILWAY GAZETTE” OVERSEAS 

We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RalLwAy GAZETTE 
possesses the necessary permit and facilities for such dispatch. 
' We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 








REDUCTION IN SIZE OF PAGE 
To economise in paper our readers will observe a slight reduc- 
tion in the size of THe RatLway GAZETTE in that the size of the 
page has been reduced from 9 in. X 12 in. to 8} in. x 113 in. 
The type area of the page remains the same, namely, 7 in. X 
10 in., but the surrounding margins have been reduced. This 
course detracts from the appearance of the paper, but is one 
the exigencies of the war 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: 
' Mondays to Fridays 9.30 a.m. till 5.30 p.m. 
[he office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, ov to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 





RAILWAY GAZETTE 







Relaxation of Restrictions 


C HEERFUL signs of the tremendous improvement in the war 

situation during recent weeks, and evidence of the impend- 
ing fluidity of the campaign against Germany, are forthcoming in 
the gradual relaxation in the restrictions on passenger move- 
ments. There is always the risk that such relaxation may result 
in increased unnecessary travel, and it is noteworthy that the 


announcement of the relaxations has coincided with a renewal 
of the injunctions by the railway companies to avoid non- 
essential travel. It may be recalled that on April 1 the ban 


of access to many coastal areas was not reimposed after the 
winter with the same intensity as in previous years, although 
the authorities have made it clear that local and temporary bans 
may be imposed without notice, to meet war requirements. 
Then, on May 20, the Minister of Home Security was able to 
announce the immediate withdrawal (except in the coastal coun- 
ties of the east and south) of the requirements for unattended 
motor vehicles to be immobilised. Simultaneously, the Ministry 
of War Transport announced a proposal to restore sign posts on 
rural roads, subject to due reservations, in the same way as 
they have been restored in many points in urban areas. Rail- 
way station name-boards have already been restored—though on 
a smaller scale—in many parts of the country, and there is 
every reason to welcome the country’s emergence from anony- 
mity, and especially the improvement in the war situation which 
justifies this. 
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War Trends in Railway Publicity 

The theme of summer advertising for the British railways 
this year will be a forceful injunction to the public not to travel 
unnecessarily. During the past week-end, the railways secured 
an excellent press for their appeal, sponsored by the Railway 
Executive Committee, asking the public to reduce their railway 
travelling still further, and thus relieve the railways for their 


major war tasks. These were succinctly summarised as moving 
the fighting forces, transporting guns and tanks, passing for- 


ward the ammunition, supplying materials for new ships, ser- 
vicing the war factories, carrying coal, fetching foodstuffs for 
shops, despatching parcels and mails, and taking workers to and 
from their workplaces. A large proportion of railway labour, 
motive power, rolling stock, and line space is being used to 
move war traffics, and the coming weeks will demand even 
greater efforts from the railways. At present, more than 
3,000,000 wagons are being loaded and despatched every four 
weeks, and during a recent month 11,000,000 passenger journeys 
were made by members of H.M. Forces and their families. 
Sas om 

Mr. T. J. Hartigan and New South Wales Railways 

Considerable developments have taken place on the New South 
Wales Government Railways during the fifty years in which Mr 
T. J. Hartigan, who recently completed ten years as Commissioner 
for Railways, has been in the service of the Railways Department 
of that State It will be seen from the table below that, since 1893, 
the year in which Mr. Hartigan entered railway service, earnings 
have increased by 850 per cent., passenger journeys by 1,000 per cent., 
and tonnage by 400 per cent. Since his appointment as Commis- 
sioner in 1932, the railway enterprise has been changed from a 
financial liability to a prosperous business : in 1932 the loss on that 
year’s operations amounted to £44 million, a deficit which seriously 
embarrassed the State Government; whereas in 1942 the deficit 
had turned to a surplus of £200,000, with a provision made for 
accruing maintenance 


1893 1332 1942 
Capital £34,657,571 £139,000,0C0 £150,000,0C0 
Earnings : : - £2,9.7,056 £15,091 ,022 £27 686,332 
Surplus or deficit — £99,501 — £4,554,695 £203,899 
Passenger journeys x . oh 19,932,703 128,359,419 218,846,454 
Goods tonnage (excluding livestock) . 3,782,239 9,598,879 17,854,519 
Train mileage 7,505,310 25,848,580 44,753,326 


During his term of office as Chief Accountant, Mr. Hartigan was 
responsible for much reorganisation of the accounting, auditing, 
and statistical work of the department During his trips abroad 
in 1929 and 1935 he studied railway operation in various countries, 
including England and the United States, and his analytical mind 
quickly perceived those practices which could be adopted with 
advantage in New South Wales. A portrait and biography of Mr. 
Hartigan appear on page 539 
aac == 


Post-War Reconstruction of Railways 

One of the major problems with which railways will be faced 
in practically every country in Europe after the war—particu- 
larly those which have been occupied by the enemy—will be an 
imperative need for renewals of rolling stock and equipment, as 
well as repairs to structures and permanent way. Even now, this 
difficult question is not escaping consideration by engineers, and 
Mr. S. H. Whitelegg, in his article ‘‘ Railways in Occupied 
Countries: Post-War Reconstruction ’’ (p. 533), outlines some 
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of the alternative methods which may be used in attacking the 
problem. These methods differ chiefly in the degree to which a 
reorganisation of the constructional and maintenance plant is 
carried out, either by making better use of existing buildings, 
or by planning entirely new establishments. Another point for 
consideration is the extent to which railways may build loco- 
motives and other rolling stock at their own works, as opposed 
to purchase from private builders. The way in which the main- 
tenance work is distributed over a railway system also enters 
into any reorganisation scheme, which will also have to embody 
a decision as to the optimum degree of centralisation. It may 
be that a plan similar to that now being explored by the Recon- 
struction Advisory Council, to regroup businesses around their 
own market centres in rebuilding the City of London after the 
war, may enable a new distribution of maintenance work among 
a number of somewhat specialised centres to reduce costs and 
increase efficiency. 
secu 


Overseas Railway Traffics 

Further gains recently hate been shown in Argentine railway 
securities, mainly the preference and ordinary stocks. Debenture 
stocks have mostly been slightly higher on balance. Traffics for 
the 45th and 46th weeks of the financial year have in some instances 
shown only a moderate improvement. The gain of £21,984 in the 
two weeks on the Central Argentine goes against a decrease of 
£46,716 for the corresponding fortnight a year ago, whereas the 
Buenos Ayres & Pacific increase of £6,900 compares with an advance 
of £6,600 in the corresponding two weeks of 1942. On the Argentine 
North Eastern the net decrease of £960 for the two weeks goes 
against an increase of £19,374 a year ago, and the Entre Rios increase 
of £2,130 compares with last year’s advance of £13,878. Brazilian 
railway traffics are generally better. In the first 19 weeks of 1943 
the Great Western is up £105,100, and the Leopoldina £47,333, and 
the 18 weeks traffics of the San Paulo show an advance of £21,687. 


No. of Weekly Inc.or Aggregate’ In. or 
week traffics decrease traffic decr2ase 
£ £ £ £ 

Buenos Ayres & Pacific* . 46th 96,000 4,601,940 580,980 
Buenos Ayres Great Southern* 46th 159,540 + 19,320 7.404,660 651.000 
Buenos Ayres Western* ... 46th 59,520 + 2.460 2.488,200 + 126.660 
Central Argentine* -_ ... 46th 119,538 11,679 6,050,409 1.220,112 
Canadian Pacific ... 19th 1,068,600 70,000 19,539,600 1,911,800 


* Pesos converted at 16% to £. 


The United of Havana traffics for the 46 weeks of the financial 
year are £2,357,809, an improvement of £902,966. 


Decentralised Private Enterprise 


In a period of “‘ planned economy’ when such terms as 
nationalisation and unification are widely used as if they repre- 
sented ends in themselves, it is refreshing to have public atten- 
tion directed to the value of decentralised private effort. Pre 
siding the other day at the annual general meeting of the Devon 
General Omnibus & Touring Co. Ltd., at the Great Western 
Hotel, Paddington, Mr. Sidney Garcke said that, in general 
terms, the business had been carried on entirely satisfactorily 
considering the restrictive conditions under which they now had 


to work. Indeed, it spoke very well for the organisation as it 
existed before the war that they had been able with little 


difficulty to adapt it to the present emergency conditions, and 
yet continue to serve the public so well. The company was but, 
a comparatively small unit in an industry providing a service of 
great importance to the public, but his remarks about the 
efficiency of the organisation related to the provincial bus 
industry as a whole. Each company operating in its own area 
was highly organised, but there existed between them channels 
of communication and consultation which secured the benefit of 
co-operative effort without the loss of individuality and _ local 
touch. This, as Mr. Garcke saw it, was made possible only by 
private enterprise grouped along these efficiently decentralised 
lines. 
sos 


Four Partners in Industry 


Some interesting figures bearing on the remuneration of 
capita: in an industrial undertaking under present conditions 
were given by Mr. G. Leslie Wates, Chairman of Johnson & 
Phillips Limited, at the recent annual general meeting. In 
respect of last year’s activities, whereas the shareholders received 
net the sum of £60,000, the company paid out in salaries and 
wages upwards of £650,000 and was liable to pay to the State 
some £310,000. Mr. Wates explained that there were at least 
three partners—in addition to the State—concerned in any 
industrial enterprise and the enterprise should be carried on to 
the satisfaction and profit of the three. The first and most 
important was the consumer of the goods produced, because 
unless he were satisfied as to the quality and value of the 
goods the business would cease. The second partner was the 
group of persons who by their work produced the goods. They 


May 28, 1943 


were usually spoken of broadly as labour, but in the same 
category were the whole of the staff, the engineers, research 
workers, welfare workers, and other members of the organisa- 
tion, who directly or indirectly assisted in the production of the 
company’s products. The third partner was loosely referred to 
as the capitalist, without whose money there would be no plant 
or machinery which could be engaged in production. It was as 
right and proper that this third partner should have a reason- 
able and proper return for his contribution to the venture as it 
was that the first and second partners should have value for 
what they gave. 
asco 


Town Road Re-Planning 


The Minister of War Transport, with the concurrence of the 
Minister of Town & Country Planning, and the Secretary of 
State for Scotland, has appointed a committee under the chair- 
manship of Sir Frederick Cook, ‘‘ to consider the design and 
layout most appropriate to various types of roads in built-up 
areas, with due regard to safety, a free flow of road traffic, 
economy, and the requirements of town planning, and to make 
recommendations.’’ The main object in establishing this com- 
mittee is stated to be that of giving expert adviee on re-planning 
the road systems of towns and cities, more particularly thos: 
which have been damaged extensively by air raids. Some local 
authorities are already making development plans, and the work 
of the committee is therefore to be pressed forward as rapidly as 
possible. The Ministry of War Transport feels that the dominant 
features of road planning and design should be traffic require 
ments, with special consideration for road safety, and these are 
matters in which that Ministry has special responsibilities. The 
close relationship between road and town planning is recognised 
by the inclusion in the committee of representatives of the 
Planning Ministers and of the architectural and planning profes 
sions, but transport seems to have been ignored. There have 
been adverse press comments on the failure to include repr 
sentatives of important national organisations concerned with 
road transport, and it cannot be considered as facilitating trans- 
port co-ordination that no _ railway representative has been 
appointed. As soon as the committee’s report is received, it is 
intended to prepare ‘‘ a memorandum for the guidance of local 
\uthorities based on the committee’s recommendations.’’ This 
memorandum is designed to be a companion to that of the 
Ministry of War Transport on the layout and construction of 
roads (No. 483) which deals primarily with roads and open 
country. 

Satsuu 


British Investments in Cuban Railways 


The total amount of British investments in Cuba, which 
was quoted on the London Stock Exchange at the end of 
last year, was £26,970,685, on which interest of £312,997, or 
1-2 per cent. was paid. No interest was forthcoming on 
£22,602, 383. Practically all the British money invested in 
Cuba is concerned with the railways, and the sum thus repre- 
sented is £26,239,445. Also it is noteworthy that the whole 
of the British investment in Cuba which yields no return is in 
railway securities, according to a compilation prepared by The 
South American Journal. The total of interest receivable on 
railway stocks is only £273,337, equal to 1 per cent., which is 
a good deal better than the position at the end of 1941, when 
the amount of interest was but £79,914, or 0-3 per cent. The 
improved conditions of the sugar industry, the carriage for 
which constitutes the main traffic of the railway companies, is 
responsible for the better showing made for last year. During 
1942, the United Railways of Havana, for instance, made 
its first profit for some years, and, although that company was 
not able to pay any interest on its debentures, the Havana 
Terminal debenture holders fared better, and payments were also 
made by the Cuba Railroad Company. 


Railway Demurrage Charges in Canada 


An application was made in April to the Board of Transport 
Commissioners for the Dominion by the Shipping Federation of 
Canada Incorporated for cancellation of the demurrage charges 
on export traffic, which are payable to the railway concerned at 
the rate of $2 a day on a wagon not unloaded by a shipper 
within 15 days of arrival. Shippers are objecting to the charge 
on the ground that war conditions have disrupted ocean shipping 
to such an extent that it is impossible for them to estimate 
with any degree of accuracy the time when vessels on which 
they have booked space will arrive at Canadian ports; and that 
consequently it has been found impossible in many cases to 
unload wagons before demurrage becomes payable. In asking 
that the demurrage charges be suspended for the duration of the 
war, the Shipping Federation is backed by the Canadian Trans- 
port Controller. The application has been opposed by the Rail- 
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way Association of Canada, which suggests to the Railway 
Commissioners that the effect of the cancellation would be that 
wagons would be delayed indefinitely without remuneration to 
the companies, and that their use as storage facilities at ports 
would result in their being unavailable for the transport of 
essential goods. 


aan a 
Research in Wartime 


Expenditure of money and engineers’ time on experimental 
work has always been on rather a meagre scale in this country, 
because of scepticism about the returns. The war has provided 
un excuse for curtailing or suppressing experimental work that 
some Managements have not been slow to seize. As we have 
intimated already in these pages (see The Railway Gazette for 
April 16 and 23, 1943, p. 400) the attitude to experiment and 
research is more favourable abroad. Actually, of course, war 
many new problems that the need for research is not 
lessened but intensified. This has been recognised in good time 
by the Association of American Railroads which, according to 
our contemporary, the Railway Age, is not only carrying on 
with the original programme of research but expanding it to 
cover twenty new investigations of vital concern to the main- 
tenance of reliable and efficient transportation in wartime. 
Factors affecting locomotive and track deterioration are being 
studied more closely than ever before and means are sought to 
prolong the life of equipment by evolving designs that are more 
resistant to wear or more amenable to simple processes for recon- 
ditioning. Some of the investigations are fundamental and 
cannot be expected to yield results of practical value for a con- 
siderable time. However, the long view is still being taken, 
wisely we think. 


creates SO 


Commercial Aviation in Argentina 

Statistics issued by Direccién General de Aeronautica Civil 
show that the air lines in Argentina transported during the year 
1942 a total of 55,014 passengers, and 78,968 kilogrammes of letter, 
and 210,518 kilogrammes of parcels, mail, within the Republic. 
The aggregate distance flown over Argentine territory was 1,395,595 
miles, of which 534,249 miles were attained by the Panagra service 
ia Chile. Aeroposta Argentina, a company operating between 
Buenos Aires and Tierra del Fuego, covered 319,741 miles, the 
Panagra line via Bolivia 245,567 miles, and Corporacién Sud- 
americana via Asuncién 134,711 miles. The greatest number of 
passengers carried was by the Panagra Air Company, which moved 
11,095 persons over the Chilean route. The C.A.U.S.A. (Uruguayan) 
carried 8,057 passengers between Buenos Aires and Montevideo, 
and 6,934 passengers via its Colonia route. Below is given an 
indication of the development of commercial aviation in Argentina 
luring the last ten years : 


Letter Parcels 

Mileage Flying Trips Passen- mail mail 

flownin time made gers kilo- kilo- 
Argentina hr. grammes grammes 
1933 tei 490,989 4,883 3,909 9,582 3,745 
934 oni 536,383 4,844 1,467 6,166 19,967 9,683 
1935 ee 524,385 4,388 1,383 6,561 35,989 15,962 
1936 ee 659,421 5,003 1,612 8,678 53,475 32,635 
1937 ; 885,492 6,042 1,858 10,460 68,125 35,163 
1938 om 985,299 6,564 2,225 21,519 77,766 41,899 
1939 ns 996,255 7,250 3,977 35,950 75,314 37,977 
1940 on 965,755 6,350 4,288 40,690 77,059 62,272 
1941 1,310,524 9,148 5,136 55,093 108,546 143,977 
1942 1,395,595 9,626 4,488 55,014 78,968 210,518 


An editorial article on the subject of ‘‘ Airways and Railways in 
Argentina ’’ appeared in our April 16 & 23 issue 


Brazil’s Wagon Imports 


\ report by the British Chamber of Commerce in San Paulo 
shows that in 1938 railway wagons ranked seventh in Brazilian 
mports. More recent figures show that in 1940 Brazil imported 
ipproximately £1,300,000 worth of railway cars, wagons, and 
uccessories compared with £642,703 in 1939, and £1,568,442 in 
1938. The United States was the largest supplier in 1940. The 
South American Journal, in commenting on the report of the 
3ritish Chamber of Commerce, points out that during recent 
years some of the Brazilian railway companies have been import- 
ing rolled steel sections and plates, axles, tyres, couplers, and 
brake equipment, and have been building wagons locally. As 
the Brazilian steel industry becomes more fully developed, there 
can be little doubt that the tendency will be to employ an 
increased amount of materials produced within the country. 
3efore the 1914-19 war, Brazil provided a good market for rail- 
Way cars, wagons, and accessories. Among the principal sup- 
pliers were Belgium, United States, Great Britain, Germany, and 
France. Exports from these countries in 1913 were not far short 
of £2,000,000 in value. Since then there has been a heavy 
diminution in values, and the 1940 return was comparatively 
favourable. 
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Scientific Development of Coal 


HE British railways in normal 
170,000,000 tons of coal a year, and purchase for their 
own use some 15,000,000 tons. They are, therefore, closely 
interested in any development which may result in the greater 
or more scientific use of coal and the place of fuel in the 
national economy. For this reason the plans which have been 
drawn up recently by the Parliamentary & Scientific Committee 
will command attention. The report which that body has pre- 
sented points out that Great Britain’s wealth and industry had 
been built up largely by the maintenance of her sea power and 
the use of her natural resources of coal. Although the mining 
and distribution of coal engage the services of about 7 per 
cent. of the insured male workers of Great Britain, this pro- 
portion represent the importance of coal in our 
national life. Without coal it would be impossible to support 
a quarter of our present population. Our industries have been 
created on the basis of steam, heat, and power—all derived 
from coal. The health and productivity of our workers depend 
on our ability to mitigate the climate by extensive use of heat 
derived from coal. The railways and tramp shipping are largely 
dependent on coal. 

The report points out that coal has always been a vital factor 
in our foreign trade. Our exchanges with many parts of the 
world, particularly Scandinavia, Northern Europe, the Mediter- 
ranean, and South America have been notably facilitated 
because ships carrying coal to these countries have been able 
to bring back essential merchandise, foodstuffs, and industrial 
raw materials. There has been, however, a remarkable reversal 
in our foreign trade in fuels. In 1913 we exported 73,400,118 
tons of coal, valued at £50,727,000, and imported 487,000,000 
gallons of liquid fuel, worth £10,856,000. In 1938 our coal 
exports had fallen to 35,860,908 tons, valued at £37,406,000, 
and our oil imports had risen to 2,640 million gallons, costing 
£40,718,000. Technique of coal utilisation has not been 
stationary, and substantial progress has been achieved by the 
Department of Scientific & Industrial Research, by the coal, 
gas, and electricity industries, and by other interests; remark- 
able advances have taken place in British industry in converting 
the potential energy in coal to useful account. The efficiency 
of steam generation and of its subsequent utilisation in process 
work in the textile, foodstuffs, and other industries has con- 
siderably advanced in the last twenty years. It has been esti- 
mated that whereas in 1913 only 15 per cent. of the potential 
energy in coal was turned to useful account, by 1938 the useful 
recovery of energy had reached 30 per cent. There is, however, 
still a very great scope for improvement—especially in view of 
the fact that there are now industrial installations working with 
an overall efficiency exceeding 60 per cent. 

The committee’s recommendations include a survey by the 
Government of the country’s actual and potential sources of 
energy and carbon compounds. It holds the view that although 
good progress is being made in industrial research a very large 
expansion is justified. Many times the present number of 
scientific workers could ultimately be absorbed and _ usefully 
employed in valuable creative work in coal research. Transport 
by sea, by road and rail, and in the air, should all be investi- 
gated and full-scale trials and demonstrations undertaken. The 
committee would like to see pulverised-coal-fired locomotives 
running to try out the possibilities of this important system of 
combustion. Steam wagons, producer-gas lorries, coal gas, and 
methane cars, should all be actively developed and tested. The 
wide-scale programme of research envisaged by the committee 
is estimated to cost several million pounds a year. For every 
thousand scientists employed on coal research, it would be 
necessary to provide an annual income of £1,000,000. The 
committee envisages the employment of several thousand 
qualified research workers, and holds that the immense turn- 
over of the coal industry justifies research expenditure on a very 
large scale. It emphasises that the results of research are cumu- 
lative. If the present efficiency of coal utilisation could be 
improved at the rate of 1 per cent. each year, it would reach 
a level of 45 per cent. in fifteen years. In the first year one- 
thirtieth of the expenditure—say £10,000,000—would be saved. 
In the second year this would be nearly doubled, and so on 
until at the fifteenth year the saving would be at the rate of 
£100,000,000 a year. If the value of new industries based on 
research were added, this figure might be doubled and an 
addition of no less than £200,000,000 be made to the national 
income. It is noted that the department of Scientific & Indus- 
trial Research has recently set up, under the Chairmanship of 
Sir Harold Hartley, a Standing Consultation Conference of 
organisations concerned with fuel research, one of the responsi- 
bilities of which will be to ensure that overlapping in research 


years carry nearly 


does not 











































































































































































does not occur and that subjects best suited to a particular 
industry are allocated to it. 


Trans-Canada Air Lines 


[IY view of the important geographical position occupied by the 

Dominion of Canada in Empire communications, particular 
interest and importance attach to the commercial air transport 
activities of that great country. It was principally the action of 
the Canadian Pacific Railway in securing a charter from the 
Canadian Parliament in March, 1919, giving it the right to own 
and operate aircraft both within and outside Canada, that directed 
attention to:the civil air transport industry and brought it within 
the field of Government action. As a result, the Canadian Air 
Board Act was passed on June 6, 1919, providing for the regulation 
of civil aviation. It was not until 1930, however, that the C.P.R. 
became actively associated with air development, and in that year 
it subscribed jointly with the Canadian National Railways in a 
stock investment in Canadian Airways. Then, in 1937, discussions 
took place between the C.P.R. and the Government regarding the 
proposed jointly-owned transcontinental air route, but the C.P.R 
declined to participate when the Government offer indicated that 
the privately-owned railway would have to subscribe one half of 
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to the Yukon Territory and Alaska has been deferred, Alaska 
having been declared a military zone by the United States Govern- 
ment and all civil flying operations prohibited there. An under- 
standing has been reached between the Governments of Canada 
and the United States to maintain the existing agreement respecting 
international air services until after the close of the war, but either 
contracting party may reopen the negotiations on giving six months’ 
notice. 

The annual report of the company for the calendar year 1942 
gives some interesting comparisons with previous years, showing 
the trend of the company’s business. One of the most striking is 
that mail revenue is forming a decreasing percentage of the total 
revenue, amounting to 44 per cent. in 1942, against 53 per cent 
in 1941, 62 per cent. in 1940, and 70 per cent. in 1939. Total 
operating results for the past two years are as follow:— 


1941 1942 Increase 
Operating revenues $5,807,794 $7,337,318 $1,529,524 
Operating expenses 5,306,136 6,628,399 1,322,263 
, 501,658 708,919 207,261 

Income charges and interest 199,221 214,004 14,783 
Surplus ... $302,437 $494,915 3192,478 


In accordance with the provisions of the Trans-Canada Air Lines 
Act, 50 per cent. of the surplus will be applied in reduction of the 
mail rate for the fiscal year from April 1, 1943, to March 31, 1944, 
and this will amount to a reduction of 8 per cent. of the mail rate 
The operating revenues for 1942 show an increase of more than 




















Sketch map showing Trans-Canada Air Lines routes 


the capital, but would receive only one third of the voting power. 
As a result, the transcontinental service has been sponsored by 
the Canadian National Railways, through its subsidiary, Trans- 
Canada Air Lines, which at December 31, 1942, was providing air 
mail, passenger, and express services Over routes totalling 4,857 
miles between the Atlantic and the Pacific seaboards. This was 
an increase in route mileage of 833 miles as compared with 
December 31, 1941 Che routes now operated are as follows :— 


Miles 
Halifax—Vancouver (via Toronto) ae cos ae 
Toronto—Windsor - : ? . . 206 
Lethbridge-—Edmonton ... . i 30! 
Toronto—New York... ia : : 365 
Moncton—St. John’s, Newfoundland ... ? 730 

4,857 


Under treaty arrangements between the Government of Canada 
and the Newfoundland Commission of Government, service between 
Moncton, N.B., Sydney, N.S., and St. John’s, Newfoundland, was 
inaugurated by Trans-Canada Air Lines on May 1, 1942, on the 
basis of one round trip a day. From the inception, the service 
operated virtually to capacity, and on November 1, 1942, a second 
daily trip was added to meet traffic requirements. The Newfound- 
land-Canada service is important, providing much faster transport 
for essential business. To meet the growth in business to and from 
the Maritime Provinces, service between Montreal, Moncton, and 
Halifax was increased from two to three round trips a day on 
November 1. Airport facilities having become available, the com- 
pany plans, in conjunction with the Post Office authorities, to 
extend its line to Vancouver Island as soon as the necessary permit 
is issued by the Board of Transport Commissioners. This will give 
Victoria and other island communities direct air mail service to 
the central and eastern provinces. Passengers and express will also 
be carried. The company plans a shorter route across the continent, 
crossing the Great Lakes to Winnipeg and thence to points of exit 
in Western Canada and the Yukon Territory, as shown on the 
accompanying sketch map Extension of the company’s service 





26 per cent. over those of the preceding year, and the operating 
expenses an increase of 25 per cent. For urgent war industry ship- 
ments, a system has been instituted whereby space on the company’s 
aircraft may be requisitioned through the Government. Military 
shipments and the needs of war industry were the principal factors 
in causing an increase of no less than 109 per cent. in the volume 
of air express handled, the total for 1942 amounting to lb. 362,837, 
compared with Ib. 173,192 in 1941. Revenue passengers numbered 
104,446 in 1942, against 85,154 in the previous year, an increase 
of 23 per cent. The average passenger journey was 551 miles, 
against 520 miles. The company has a board of directors composed 
of seven persons, of whom four are elected by the shareholders 
(and thus are nominees of the Canadian National Railways), and 
three are appointed by the Governor in Council. 


Argentine Railway Working Expenses 
HE note addressed to the Argentine Government by the 
foreign-owned railways in that country at the end of January, 
asking for an increase in tariffs (see The Railway Gazette of March 26 
page 327), brought from the Minister of Public Works a request 
that the companies should furnish further details, showing how 
working expenses had increased in relation to receipts The 
Buenos Ayres Great Southern, Buenos Ayres Western, Central 
Argentine, Buenos Ayres & Pacific, Entre Rios, Argentine North 
Eastern, and Buenos Aires Central Railways accordingly submitted 
a joint statement giving the information asked for, which, they 
pointed out, was similar to that supplied by them in the form ol 
monthly, quarterly, and yearly returns to the National Railway 
Board. This memorandum stated that fuel costs to the companies 
concerned, which had amounted to 28,619,118 pesos (£1,717,147 
at 16% pesos to the /) in 1939, had risen to 56,284,666 pesos 
(£3,377,076) in 1942. The cost of electric current for the main- 
tenance of the suburban electric services of the Central Argentine 
and Buenos Ayres Western Railways had increased during the 
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same period from 3,641,949 pesos (£218,514) to 6,129,673 pesos 
(£367,776). Thus, the increased working expenses under fuel alone 
between 1939 and 1942 had amounted to 30,153,272 pesos 
(£1,809,192), a sum which had more than absorbed the higher 
tariffs authorised in March 1942. 

he companies had been notified by the Fuel Distribution Board 
that their fuel-oil quota was to be reduced by a further 15 per cent., 
the reduction to be made good by an equivalent amount of linseed 
oil costing 250 pesos a ton. The cost of materials, and working 
expenses in general, which had declined during the 1940-41 financial 
period, due to the reserves on hand, had risen sharply during 
1941-42 to approximately 67,000,000 pesos (£4,020,000). The 
renewal of essential materials and the maintenance of adequate 
stocks constituted a grave and disquieting problem ; and a serious 
situation must arise if the companies were prevented much longer 
by their financial difficulties from carrying out necessary renewals 
and repairs 

In respect of exchange losses and the serious inroads thereby 
made on the railways’ earnings, the note stated that, although 
the loss under that head, which in 1939 had amounted to 36,693,323 
pesos (£2,201,598), had declined in 1942 to 28,887,350 pesos 
1,733,238), the latter had been due to the restrictions imposed 
on the import of materials as the result of the war and to the 
inability of the companies to remit the funds required to meet 
the interest on their debentures rather than to any alleviation of 
their difficulties in that category, which were as serious as ever. 
[he memorandum continued by pointing out that higher railway 
tarifis had been put into force in nearly every other country in the 


world, to offset increased costs. For example, on the Chilean 
State Railways the tariffs had been increased by 50 per cent 
without arousing any public protest; in 1942, the principal 


Brazilian railways had been authorised to raise their tariffs by 
10 per cent.; and on the Uruguayan railways the tariffs had been 
raised on a scale varying between 10 and 30 per cent. The note 
also stated that, despite their economic difficulties, the companies 
had observed scrupulously the agreements made with their staffs 
several years ago, with the approval of the Government, whereby 
they had undertaken not to dismiss surplus staff, and to maintain 

force the “ escalafon ’’ system, which assured employees regular 
half-yearly increases in pay, in accordance with their respective 


categories. The table below shows the combined working expenses 


of the Buenos Ayres Great Southern, Buenos Ayres Western, 
Central Argentine, Buenos Ayres & Pacific, Entre Rios, Argentine 


North Eastern, and Buenos Aires Central Railways for each of the 
t four years 


1939 1940 1941 1942 

pesos pesos pesos pesos 
Salaries and wages 176,973,049 173,619,614 168,048,213 173,316,123 
Fuel ee Ret ; 28,619,118 28,498,683 43,788,195 56,284,666 

Current for electric traction 

(C.A.R. & BLA.W.R.) 3,641,949 3,991,517 6,140,381 6,129,673 
Materials and general costs 68,576,062 62,682,005 60,951,254 66,905,623 
Renewals* ae at 4,623,508 6,631,281 8,452,873 8,066,214 
Mitre Law (3 per cent. profits) 1,906,486 1,979,646 1,526,047 1,591,528 
Total 284,340,172 277,402,746 288,906,963 312,293,827 
Exchange losses 36,693,323 29,657,782 23,794,263 28,887,350 
Total 321,033,495 307,060,528 312,701,226 341,181,177 


* These figures represent the amounts actually spent in each financial period. If 
financial circumstances had permitted, the legal reserve for renewals would have 
required an allocation of no less than 40,000,000 pesos (£2,400,000) for the British- 


owned railways alone. 

It will be observed that in the case of the seven railways 
mentioned the increase in working expenses plus exchange losses, 
without any provision for legal reserve in respect of renewals, 
imounted between June 30, 1941, and June 30, 1942, to no less 
than 28,400,000 pesos (£1,704,000). 

he following table shows the higher earnings of the seven 
ompanies already referred to during the six months April to 
September, 1942, inclusive, as the result of the increased tariffs 

thorised in the previous March :— 


Passenger Goods 
fares rates Total 
(Spercent.) (10 percent.) 
B.A. Great Southern & subsidiary lines 564,278 4,107,688 4,671,966 
Central Argentine ns sis 545,208 3,291,830 3,837,038 
B.A. Western is a ’ 217,200 1,529,360 1,746,560 
B.A. & Pacific & associated lines 216,427 3,007,169 3,223,596 
Entre Rios ons ; 55,460 598,163 653,623 
Argentine N.E. 51,789 454,693 506,482 
B.A. Central 14,026 209,327 223,353 


It will be seen that during the period April to September these 
lines benefited to the extent of nearly 15,000,000 pesos (£900,000). 
On a reckoning of 30,000,000 pesos (£1,800,000) for a whole year, 
this additional revenue, although covering the increased working 
expenses during the financial periods ended June 30, 1941, and 
1942, respectively, would allow for only a very small and inadequate 
contribution towards the sum of 40,000,000 pesos required to 
provide for the legal reserve in respect of renewals. 
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New South Wales Government Railways 


AR and the conditions arising therefrom again affected the 
results for the year ended June 30, 1942. Earnings for 

the year under review exceeded the previous year’s record figure 
by £4,470,722. After payment of working expenses, interest, 
exchange, sinking fund, etc., and after receiving credit from the 
Government in respect of losses on non-paying lines, the final 
result was a surplus of £203,899, compared with a surplus of 
£235,951 for 1940-41, and a net deficit of £443,833 for the year 
1939-40. As there were no general variations in fares or freight 
charges during the year under review the increase in earnings is 
to the heavier traffic. All sources of revenue 
Coaching traffic receipts improved by £2,139,412, 


attributable 
benefited. 


goods traffic (including livestock) by £1,971,512, refreshment 
rooms by £208,304, and miscellaneous (including electricity 
sales) by £151,494. Below are some results comparing with 
those of the preceding year :— 

1940-41 1941-42 
Miles open ois 6,127 6,127 
Passengers - aia ca wea a 194,145,738 218,846,454 
Goods and minerals, tons... ’ nn ; 17,265,122 17,854,519 
Operating ratio, percent. ... on on a 73- 78-42 
Percentage of net earnings to capital (open lines)... £4 10 £3 19 3 

£ £ 

Coaching traffic receipts 8,499,073 10,638,485 
Goods traffic receipts 12,414,964 14,386,476 
Total earnings ... 23,215,610 27,686,332 
Working expenses 17,161,924 21,712,560 

6,053,686 5,973,772 


Profit on operations 


The increase of 24,700,716 in the numberof passenger journeys 
was due to heavier movements of naval, military, and air force 


personnel. Civilian passenger travel had to be restricted at 
times so that coaching rolling stock would be available for 


essential movements of the defence forces. Notwithstanding the 
greater volume of traffic the railways again maintained their 
remarkable safety record inasmuch as no passenger was fatally 
injured through a train accident during the year. In the ton- 
nage of goods traffic (excluding livestock) the increase of 
589,397 tons was due in the main, to heavy traffic in military 
stores and ordnance, and at times difficulty was experienced in 
maintaining supplies of wagons for other types of traffic. Work- 
ing expenses showed an increase of £4,550,636. The volume 
of traffic handled had its effect on maintenance expenditure. 
Work on the permanent way, buildings, and rolling stock was 
restricted to necessities. Special provision was made in the 
accounts for deferred maintenance, for holidays accrued but not 
cleared, for difference in civilian and military pay, for staff 
adjustments, and for war damage insurance. The amounts 
included in the working expenses for these purposes totalled 
£2,276,000. Throughout the year the administration effected 
technical improvements, increased operating efficiency and, con- 
sistent with the requirements of traffic, kept a strict control over 
expenditure. With the addition of new wagons, by accelerating 
services, keeping a close check on train running, and reducing 
repairs to a minimum, the maximum use was obtained from the 
rolling stock and the department was enabled to get the enor- 
mously increased volume of traffic through with minimum delays 
to defence and civil consignments. 








16-YEAR-OLD RaILWAYMEN.—An interesting scheme, the first 
of its kind in the United States, has been evolved recently by 
the Illinois Central Railroad for the training of 16-year-old boys 
to fill vacancies caused by the loss of railwaymen to the armed 
Illinois, was opened on 


services. The school, at Carbondale, 
April 5, and the course lasts for ten days, during which the 
with board and lodging, and 


railway provides the entrants 
arranges their transport to and from Carbondale. Each class is 
limited to a total of 60 students, who are drawn in equal pro- 
portions from each of the ten operating divisions of the railway. 
The boys are being trained to act as trainmen, shunters, and 
firemen, and the training faculty comprises two members of the 
train rules committee, a locomotive driver, a conductor, and a 
headquarters personal assistant. On successful completion of 
the school course, each entrant receives a student training on the 
division of the railway on which he enrolled, under the guidance 
of experienced members of the operating staff, and each boy who 
qualifies is drafted into the service at the standard rate of pay 
for his particular service. The boys are being enlisted in railway 
service either for the duration of the war or until they are called 
up; while their normal education is suspended, they are earning 
money which can be used later for a more advanced education 
than might otherwise have been possible. The general under- 
standing is that these youthful railwaymen will be expected 
to resume their education when the Illinois Central men now on 
active service return to their former jobs. 
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LETTERS TO THE EDITOR 


The Editor is not responsible for the opinions of correspondents) 


No War Bonus for Senior Railway Officials 


May 24 
To THE Epitor oF THE RAILWAY GAZETTE 
Sir,—An aspect that does not appear to have been noted 
in the much appreciated use of your columns is that senior 
officials who have been loaned to various Ministries, and thus 
become temporary civil servants, receive a substantial annual 
increase in salary and thus, in effect, secure a bonus. One 
official within my personal knowledge is now receiving in this 


way 66% per cent. more than his basic railway salary; one of my 
Ministry has 


clerks also who was in Grade 3 on transfer toa 
received substantial increases which now bring him near the 
£500 mark 

A solution of this vexed question of bonus, which is within 


the power of railway companies to adopt without transgressing 
the Treasury ruling, appears to be similarly to increase annually 
the salary of those senior railway officials remaining in their 
service instead of maintaining the very uncertain practice of 
giving advances -at indeterminate intervals This act of equity 
would at least prevent those still engaged in transport from 
ving placed at a disadvantage vis-a-vis their (virtually) redun- 
lant colleagues 
Yours faithfully 
EQUITY 
May 24 
fo THE Epiror or THE RAILWAY GAZETTE 
Sik,—Apart from the hardship caused to those officers whos« 
salaries exceed £500 a year by the Government’s unwillingness 
to extend the war advance, there is an undesirable feature, 
irising from this decision, to which attention has not been 
drawn yet in your columns 
Staff whose permanent salaries are somewhat less than that 


figure are in the unenviable position of being unlikely to obtain 


iny material financial increase; they may, on ‘‘ promotion 
even find themselves drawing less money, due to cessation, when 
passing the dividing line of pa¥ment in heu of one week’s 
innual leave surrendered as a war measure, and of other benefits 
mentioned by correspondents, and the withdrawal or curtailment 
of the war advance 

here i of course, some force in a submission that advan 


tages ultimately follow 


the 


mprovement in permanent salary, but it 

s inequitable that immediate outlook for staff so situate 

should be paper udvances only; it is an additional point in 

support of extending the war bonus 

Yours faithfully 
CROOKHAM 


Railway Operating in North Africa 


Railway Operating Company, R.E., 
British North African Forces 
March 28 


fo THE EpIToR oF THE RatLway GAZETTI 
Sir,—I expect you are already aware that I have been 
‘exported ’’ to North Africa—in order, I believe, to give the 
war out here my personal attention. Though naturally, I shall 
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be glad to get back. again to England, life out here very 
interesting. I have survived my sudden transplantation very 
well, and am thoroughly enjoying the experience of living ir 
foreign country. 


A 


Naturally, I am not allowed to say, even to you, very much 
about what my company is doing here—apart from the fact that 
we are collaborating with the French and Americans in operat- 
ing the railway supply lines to the Front. Most of the «quip- 
ment out here was found to be surprisingly modern and every 
effort was being made to bring the system up to date For 


example, the very well laid out locomotive depot in which | 
work boasts a 134 ft.-span electrically operated turntabl ip 
able of handling a 4-6-2 + 2-6-4 Garratt and an 0-8-0 shunting 








g 
tank together. 

The Railway Gazette continues to arrive regularly, 1 is 
much appreciated by the French and American railway officials 
here. The illustrations and diagrams of the American “ utility”’ 
locomotive were particularly useful as numbers of these engines 
ire now in service here. Curiously enough the Garratt loc 
motive illustrated in Beyer Peacock’s advertisement on the ver 
of the February 19 issue is stationed here, and is actually within 
20 yards of me as I write—though, alas! not in such a pristine 
state of cleanliness. In spite of being built for passenger train 
operation these engines are doing sterling work now on vy 
freight trains. Like all the original engines here they must be 


carefully treated, as of course, no spares can be obtained now 
from France. Incidentally, there are here a number of Ge in 
engines obtained among the ‘‘ Reparations’’ after the 1914-19 
war. 
Yours sincerely, 
JOHN D. HEWI! 
° Ce e 
Charles Dickens and Signal Lights 
Fernhill,’’ Lower Kingswood, 
Tadworth, Surrey. May 
To tHE Epiror or THE RAILWAY GAZETTE 
Sir,—I wonder if a curious reference to early colour sig 


ling on railways would be of interest to your readers. 

It arises out of a passage in Charles Dickens’ ‘‘ Our Mutual 
Friend,’’ Book III, Chapter [X, page 126, Collins Pocket edition 
[he passage occurs in the last two paragraphs of the chapter in 


which two of the characters are hurrying to catch a train 

‘The railway, at this point, knowingly shutting a green eyé 
ind opening a red one, they had to run for it,’’ and again 
later: —‘‘ Something to this purpose surely mingled with the 


blast of the train as it cleared the station, all knowingly shut- 
ting up their green eyes and opening their red ones when they 


prepared to let the lady pass [here are, it seems to me, three 
inswers to this: 
(1) Dickens’ observation was at fault—but if so the mistake 


has gone unnoticed since the original edition 


2) Colour signalling was the reverse of the present prac 
tice. This seems unlikely—red has been associated 
with danger since before railways existed. 

(3) It may be a mistake peculiar to my particular edition 


(Collins Pocket Classics). 

It would be interesting to know if any of your readers owning 
different editions of the work can corroborate or disagree. 

Dickens refers quite frequently to railways in his books and 
if this is a ‘‘ howler ’’ on his part there may be others. Possibly 
an contribute further instances. 

Yours faithfully, 
W. GRANTHAM 


re ide rs < 











Publications Received 


The Blue Book, 1943: Electrical & 


Engineering Trades Directory. Edited 
by Basil H. Tripp. 61st edition. London 

Ernest Benn Limited, Bouverie House, 
154, Fleet Street, E.C.4. 94 in 6 in 

14 in. 758 pp. Price 30s. net Revision 
of a book of this kind involves far more 


work in wartime than at any other because 
there are so many changes of address and 
occupation consequent on the transfer of 
engineers to war work and the shifting of 
businesses to temporary premises Every 
effort, however, has been made as usual to 
bring the information fully up to date 
Due to various difficulties, the new edition 
has made its appearance rather later in the 
year than usual. As a further economy in 
paper and printing, the section giving the 
geographical distribution of the electrical 
industry and its personnel has been dis- 


continued for the time being. There remain 
the alphabetical and classified lists which 
form the main sections Some notes on 
the constitution and activities of the Insti- 
tution of Electrical Engineers and a preface 


by the Editor complete this still very 
substantial and it is believed adequate 
work of reference 

Flame Cutting of Rolled Armour 


Plate.—We have received from the Depart- 
ment of Tank Design Bulletin IM/B/201 A, 
entitled ‘“‘ Oxy-Acetylene Machine Cutting 
of Rolled Armour Plate’’ and Bulletin 
IM/B/202, entitled ‘‘ Machine Flame Cut- 
ting of Rolled Armour Plate.’’ The first 
deals with cutting technique and shows 
by means of macro- and microstructure 
photographs the effects of cutting at speeds 
too low or too high. Recommended speeds, 
nozzle and oxygen pressures are 
tabulated for square and bevel cuts. The 
second bulletin is divided into five chapters, 


sizes, 


the first of which describes generating plant 
for acetylene gas. Chapter 2 describes the 
use of propane and coal gas; also coal gas 
enriched with acetylene or ether. The 
remainder of the bulletin deals with manu 
facturing methods and the various appli 
ances developed for flame-cutting work 
Copies of the bulletins and further informa 
tion can be obtained on application to the 
department through the Ministry | of 
Supply 
Transformer Welding Equipment. 

Publication P.9556 of the General Electri: 
Co. Ltd. describes the construction and 
operation of portable welding sets of singie 
and double-operator types. These art 
made for 50 cycle a.c. current at standard 
supply voltages. Technical information 
given in the booklet includes diagrams of 
internal connections, also theoretical oscillo- 
grams showing current and voltage-wave 
forms. 
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The Scrap Heap 


fhe London Transport War Comforts 
Fund (‘‘ Warco’’) has given £1,000 to the 
Red Cross & St. John Fund, Prisoners-of- 
War Section. 

*~ * * 

Some 3,600 women are now employed in 
London Transport cleaning gangs at works, 
garages, and depots in the board’s area. 
[They wash, sweep, clean, swab, brush, dust, 

op, scour, scrape, and polish. 

* se * 
PuTTING THEM IN THEIR PLAC! 

In connection with the series of illus- 

ited articles dealing with top link loco- 

1otive drivers, which is appearing in our 
sociated contemporary, The Railway 
Vagazine, a reader of that journal has 

that when this series is com 
pleted it might be followed by one deal- 

g with the General Managers of the 
in-line Companies. 


suggested 


« . * 
Nearly 11,000 members of the staff of the 
outhern Railway serving with the 
lorces, and 220 are prisoners-of-war as the 
esult of being captured while fighting in 
Crete, and the 


are 


France, Belgium, Greece 
Middle East. Through the comforts fund 
the staff throughout the whole system are 


rallying to their help by sending regularly 

n co-operation with the Red Cross, parcels, 
ind technical books for those prisoners who 
re sitting for the Institute of Transport 
xamination. 

- . * 

WaR EFFORT 
contribution to 
made by 
Railroad 
Irvine there 
bridge of 268 ft. span 
1893 to carry a branch 

over the branch was 
the bridge was. still 
benefit of an adjacent 

1940, however, the 
out of business, and 
on the railway com- 
pany’s hands. In the autumn of 1942, 
therefore, the L. & N.RR. offered the 
ridge to the U.S Army to provide both 
in demolition, and scrap for the 
The offer was accepted, and 
24 the 387th Engineer Bat- 


BRIDGI rHI 
remarkable 
etiort was 
Nashville 
River at 


GIVING A ro 
Recently a 
the American 
the Louisville & 
the Kentucky 
steel truss 
vhich was built in 
line; in 1932 traffic 
bandoned, but 
maintained for thx 
umber company In 
umber concern went 
the bridge was left 


war 


Over 


Vas i 


practice 
var efiort 
n October 
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talion from Fort Knox moved to the site. 
Just over three weeks were spent in 
removing the track, the bridge floor, and 


all surplus steel, and in placing the 
charges of dynamite, of which 200 Ib. 
was used. The demolition, which took 
place on November 17, was _ successful, 


and there was no obstruction of the navi- 
gable river channel. In all, 166 tons of 
steel scrap was salvaged. 


* * * 


THE ENGINEERING DEPARTMENT 

It will not do in future if the platelayer’s 
left behind 

To follow guards and drivers and grades of 

every kind, 

let me just say in 

the ear of all, 

If we forget the platelayer we're 
for a fall. 


So passing, and I beg 


heading 


If you want ease and comfort you must 
have first class tracks, 
Which means untiring labour 

crooks and slac ks 

work is oft forgotten 
handed round 

For safe and speedy transport rests with 


key-men on the ground 


removing 


rhis when credit’s 


The Southern Railway Chairman in his 
speech the other day 
Said the staff had been just splendid, the 


platelayer a bright ray 
They’d kept the trunk lines 
throughout this warlike spell, 
And what they’d do in future not one of 
us could tell 


working 


tribute is a great one to men who 
join and mend 

\nd soon put right the damage done by 
bombs the foemen send 

One object of our enemies is just to stop 


the train 


rhe 


From getting to its journey’s end and 
coming back again. 
I thank the Southern Chairman for forth- 


right human speech. 
On private enterprise and on the end 
hoped to reach. 
But even more I thank him 
of well-earned praise. 
For men who link the track up through 
troubled nights and days 
RAILWAYMAN 


tis 


for his words 
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Post-war housing—a suggestion by G. Ford, Locomotive Shed Foreman, 


Southend, L.N.E.R. 








Four unusual District Railway tickets 


from the collection of Mr. H. W. Bardsley 


(see accompanying paragraph) 


rhe four tickets which we reproduce 
all have features of unusual interest in 
relation to the District Line between 
Gloucester Road and Aldgate, namely, 


the southern portion of the Inner Circle. 
It may recalled that the first sections 
of the District Railway were opened in 
1868 and 1870 They were worked by 
the Metropolitan Railway, an arrange- 
ment which lasted until July 3, 1871. 
The first ticket reproduced, a third class 
single from Victoria to Brompton (Glou- 


be 


cester Road), is dated January 2, 1869, 
and therefore was issued within the first 
ten days that this section was open for 
traffic, as the service was inaugurated 
between Gloucester Road and West- 
minster on December 24, 1868. The 
second ticket, of February 17, 1869, is 
the return half of a third class ticket. 
[he third one has quite a number of 
interesting features. It is available over 
the Inner Circle Completion Railway 


(afterwards the City Lines & Extensions), 


which was opened on October 6, 1884. 
The station from which the ticket was 
available bore the name Eastcheap for 
less than a month, as it was renamed 
Monument on November 1, 1884. The 


fourth ticket represents the period when 
the South Kensington subway for pedes- 
trians (opened on May 4, 1885) was sub- 


ject to a toll of 1d.; it was later made 
free to the public 
od * * 


TAILPIECE 
ogcuple d 


post-war 


vailways in 
the 


(Reconstruction of 

Europe is prominent in 
programme) 

[he trains still running over there 

Are targets for the saboteur, _ 

The wily wrecker, not to mention 

The R.A.F.’s polite attention. 

O captives, each completed run 

Advantages the wily Hun! 

Your lines must perish, rail and train— 


But they’ll be builded up again. 
E. C 
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2-10-0 Locomotives 
Some of the ““N”’ class 2-10-0 four- 


cylinder goods engines recently converted 
from oil-burning to mechanical coal firing 
are being tried on the long 1 in 25 grades 


of the Mushkaf-Bolan broad-gauge line, 
North Western Railway, climbing to 
Quetta. As well as being much more 


powerful than the standard 2-8-0 “HG” 
superheated locomotives, the more 
even torque of locomotives of the “N”’ 
class should add to their efficiency at the 
necessarily slow speeds on these mountain 
grades. 


Modern Constructional Plant on 


class 


to established custom, a cater- 
pillar elevating, and a motor, grader 
recently were used on the North Western 
Railway to throw up an embankment for 
a diversion. They were borrowed from the 
military authorities to complete the work 
as quickly as possible. Consolidation was 
effected with twin sheepsfoot rollers towed 
by the elevating grader. The bank is about 
a mile long, divided into two lengths by a 


Contrary 


canal bridge, and was up to about 8 ft. 
maximum height. Though the runs for 
the machines were really too short for 


efficient working, the bank was thrown up, 
spread evenly, and consolidated at a cost 
of about Rs. 4 (6s.) for every 1,000 cu. ft., 
or considerably less than with coolie and 
donkey labour in that area. 


SOUTH AFRICA 


Railways and Harbours Budget 
for 1943-44 

In presenting the Railways & Harbours 
budget for 1943-44 in the House of Assem- 
bly, the Minister, Mr. F. C. Sturrock, 
announced an expected surplus for 1942-43 
of £2,181,000. He said that it was pro- 
posed to dispose of the surplus by a con- 
tribution of £500,000 to the betterment fund 
and of £1,681,000 to the rates equalisation 
fund. The estimated revenue for 1943-44 
was: from railways, £45,703,000 ; harbours, 
£2,504,000 ; steamships, £1,712,000; and 
from air services, £1,000; making a total 
of £49,920,000. The estimated expenditure 
was, on railways, £44,056,000 ; on harbours, 
£2,416,000; on steamships, £1,712,000; 
and on air services, £56,000. The estimated 
gross surplus was /1,693,000. Of this 
amount, £1,200,000 would be appropriated 
to the betterment fund, and £487,000 to 
meet deficits in pension and superannu- 
ation funds 


UNITED STATES 


Locomotives and Rolling Stock 
Che Chesapeake & Ohio Railway is in 
the market for 25 steam locomotives of the 


2-8-4 wheel arrangement; the latter are 
to be fitted with tenders of 21,000 gal. 
capacity 

The War Production Board has author- 


ised the American Locomotive Company to 
build ten steam freight locomotives of the 
4-8-4 wheel arrangement for the Lehigh 
Valley Railroad ; and the Lima Locomotive 
Works has been authorised to build for the 
Central of Georgia Railway eight 4-8-4 
steam locomotives for mixed-traffic service 
The latter order has been transferred 
from the Baldwin Locomotive Works and 
delivery is scheduled to commence in June. 

Recently new streamlined Pullman stock 
has been introduced on the Golden State 


Limited, the principal train on the Rock 
Island route between Chicago and Los 
Angeles, operated jointly by the Rock 
Island Railroad and the Southern Pacific. 
A total of 28 cars, fitted with roller bearings, 
has been built. The order was placed some 
time ago, and as they were nearing comple- 
tion when the War Production Board put 
its embargo on the building of luxury 
stock, delivery was permitted. 


A Compulsory Signalling Scheme 

Some time ago the Chicago, Burlington & 
Quincy Railroad was called on by the 
Interstate Commerce Commission to. show 
cause why a block-signalling installation 
should not be made over the 110 miles from 
Alliance, Nebraska, to Edgemont, South 
Dakota, on its northernmost main line 
from Kansas City and Lincoln to Billings, 
on the Northern Pacific Railway. The 
Chicago, Burlington & Quircy has offered 
to instal automatic signalling over 134 miles 
of the section concerned, between Belmont 
and Crawford, Nebraska, and the I.C.C. 
has issued the necessary order, agreeing 
at the same time to hold in abeyance its 
requirement in respect of the remainder of 
the line. From Belmont to Crawford is the 
busiest length of the line concerned, as to the 
ordinary train movements are added those 
of assisting engines used on the heavy grades 
on this section. 


New Locomotives 
The Pennsylvania Railroad is raising 
$12,240,000 to assist in financing the build- 
ing of 51 steam locomotives, of types not 


as yet specified; 30 steam-locomotive 
tenders; 5 electric passenger locomotives 
of the ‘ GG-1 type; 6 diesel-electric 
shunting locomotives; and 1,000 bogie 


gondola wagons. With the exception of 
the diesel-electric locomotives, all will be 
built in the company’s Altoona shops. The 
total cost is estimated at $15,300,000, and 
bids now are being invited for the purchase 
of $6,450,000 of equipment trust certificates 
as a first instalment of this amount. The 
Delaware & Hudson Railroad has taken 
delivery recently from the American Loco- 
motive Company of fifteen 4-6-6-4 articu- 
lated locomotives, each with four 204 in. 
by 32 in. cylinders; 5 ft. 9 in. driving 
wheels; 285 lb. per sq. in. pressure ; 
94,400 Ib. tractive effort ; 81 tons adhesive 
weight; and a total engine weight of 
266 tons; the 12-wheel tenders attached 
accommodate 20,500 gal. of water and 
26 tons of coal. This addition to the 
D. & H.RR. fleet brings the total of this 
powerful class to 35 locomotives. 


Railway Accidents Increase 

The annual report of the Bureau of 
Safety for the year ending June 30, 1942, 
has been published recently. It is a 
somewhat disquieting document: it lists 
3,682 collisions and 5,837 derailments—a 
total of 9,519 accidents as compared with 
6,471 in the previous year. This repre- 
sents an increase of no less than 47 per cent. 
in such casualties in a single year. It is 
pointed out in the report of the Inter- 
state Commerce Commission that the 
safety of operation has been impaired 
seriously in many localities by the intensive 
use made of railway transport in localities 
where large war industries have developed, 
and where the railways have been unable 
to obtain the materials needed for the 
improvement of Signalling and other instal- 
lations, or have been delayed in securing 
replacements and additions. Intensive use 
of locomotives and rolling stock also have 
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increased the responsibility of supervisory 
and inspecting staff to an extent which 
has made it difficult to maintain standards 
and safety precautions at their normal 


high level. Progress is being made in the 
elimination of one particular hazard—the 
level crossing—and during 1941 939 :nore 


highway crossings were replaced by over- 
bridges or underbridges. But as yet only 
the fringe of this nation-wide problem has 
been touched; there are still 229,722 level] 
crossings of highways and railways ii the 
United States. 


ARGENTINA 


Fuel Shortage 

According to an official forecast issued 
by the Argentine Ministry of Agriculture, 
the stock of liquid fuel of all classes in the 
country available for transport and inddus- 
trial purposes this year is estimated at 
3,358,630 cu. metres, as compared with 
5,233,387 cu. metres in 1942, a reduction of 
approximately 35 per cent. It is pointed 
out, however, that if the increased consump- 
tion during the last two years be taken as 
a basis for comparison the decrease will 
amount to over 42 per cent. The report 
states that although the national output 
of petroleum and its derivatives is increas- 
ing, there has been a heavy drop in imports 
which are estimated this year at 342,000 
cu. metres, compared with 1,412,000 cu 
metres in 1942, a reduction of approxi 
mately 75 per cent. Preposals for making 
good the shortage include :— 

(a) Increased production of fuel alcohol 
to supplement the supply of petrol. Plans 
for the manufacture of 200,000,000 litres 
of this fuel have been approved (see also 
The Railway Gazette of February 26). 

(6) The substitution as far as possible 
for heavy fuel oil of linseed oil. This scheme 
was referred to in The Railway Gazette of 
April 16 & 23. 

(c) A scheme for equipping between 
15,000 and 20,000 motor vehicles with 
charcoal burners for the production of gas 
The equipment would be manufactured 
locally, and the plan is considered feasible 
more particularly in the north, where ample 
supplies of charcoal are available. 

(d) Plans for the increased production of 
firewood. It is stated that the Government 
has arranged for the building up of a reser 
stock of not less than 500,000 tons of wo 
fuel for use this winter. 

(e) Increased production of other classes 
of fuel, more particularly those of a veg 
table nature. 

The report forecasts, however, that 
despite the foregoing measures, some form 
of fuel rationing will be necessary to 
economise existing stocks, especially as 
the majority of the proposed schemes will 
require time to come into full operation 


All-Cargo Air Services 

The all-cargo air services established by, 
the Panagra Air Company over the northern 
section of its route between Balboa, Cali 
Guayaquil, and Lima (see The Railway 
Gazette of November 6, 1942) have been 
extended to Buenos Aires. Panagra 
Douglas ‘“‘ DC—2”’ aeroplanes, operating 
over this route, connect at Balboa with 
the Clippers belonging to the affiliated 
Panamerican Airways, which cross the 
Caribbean Sea to Miami, Florida. The total 
length of this all-cargo route is thus ove! 
5,300 miles, making it the longest all 
freight. air service in the world. The 
extension will facilitate the transport of 
general merchandise of all classes between 
production and consumption centres in 
Argentina, and Chile, Peru, and other 
countries along the west coast of South 
America. The service from Buenos Aires 
was initiated on February 28. 
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THE RAILWAY GAZETTE 


Post-War Reconstruction of Railways in 
Occupied Countries 


An outline of alternative methods which may be used in attacking 
ihe problem 


By S. H. Whitelegg, M.I.Mech.E., M.1.Loco.E. 


HE railways of the world have occu- 
pied such a vital place in the waging 

of the war that it is inconceivable, in 
the light of present knowledge, that they 
will for generations cease to be recog- 
nised as a national and strategical asset, 
and it is fair to assume that this form of 
transport will be in the forefront of any 
works of reconstruction after the war, 
particularly in the occupied countries of 
Europe. Although many of the railways 
these countries, during the past few 
years, have been reorganised and brought 
up to date, there is no doubt that they 
ve been so depleted of rolling stock and 


nt and so scantily maintained—not to 
speak of damage as the result of war 
it their restoration will call for more 


in ordinary reorganisation. 
[he problem may be solved in one o 
ree ways: 


1) Normal 


restoration by replacement 


of rolling stock, repairs to struc- 
tures, and an augmented pro- 
gramme Of maintenance. 


2) Partial 
of existing 
plant, etc 
Complete reorganisation based on 
new forms of transport incurring 
new distribution and forms of main- 
tenance works, etc. 

‘he first method would, of 
the quickest and the easiest way of get- 
ting back to normal running conditions, 

it would admit of little or no progres- 
sive innovations. The second method 
vould allow the partial introduction of 
lvanced schemes, which, however, 
would be stunted to some extent by 
having to make use of old and unsuitable 
structures, although it would permit of a 
easure of progressive attainment denied 


making use 
structures, 


reorganisation, 
buildings, 


~ 


course, be 


to the first method. The third method, 
hich would involve a complete new 
planned and organised system, would 


have the distinct advantage of embody- 
g the vast fund of knowledge accumu- 
ted as the result of the war, in addi- 
on to the years immediately preceding 
the war, with the result that a free selec- 


on of the form of transport, type of 
power unit, etc., would be available to 
eet new conditions which will un- 
uubtedly arise under post-war con- 
tions. 


Generally, during the past century rail- 


ways have grown up with the country, 
id like all systems which meet their 
growth by additions here and there to 


mply with altered conditions, in many 
vays they have been forced to perpetu- 
ite old ideas and standards for economic 
asons. It is not suggested that designs 
nd practices have been stagnant, but it 
innot be overlooked that other forms of 
insport have made more progress than 


is possible with large and complex 


stems such as railways, tied by such 
nditions as standardisation, inter- 
orking, and track dimensions, etc. It 
for these and other reasons that an 


likely to arise in 
take all these 
into account 


such as is 
vears, to 
conditions 


portunity, 
the coming 
idjustable 
should not be missed. 

As the third method is the one which 
ould necessitate a complete investigation 
to all the factors which will control the 


decision to be made as to (1) the form 
the transport is to assume, and (2) the 
effect it would have on the economic and 
industrial development of the country 
concerned, this would appear to be the 


most profitable line to follow when 
visualising future requirements. 
As to the form of transport, which, 


briefly, may be classified as steam loco- 


motive, diesel-electric, electric traction, 
etc., the selection will have to be made 
after an exhaustive study of the avail- 


ability of those products which would be 
essential to each or either of the forms of 
traction; fuels and water are in the fore- 
front of these products. 

It is obvious that even in a complete 
reorganisation of any railway there is 
much which would be retained with ad- 
vantage such as the track, engineering 
structures, bridges, stations, etc., as these 
items would be adaptable to any new 
conditions as they are capable of meeting 
even heavier demands having regard to 
the possibilities of reduced axle loads per 
ton carried; although such engineering 
works, buildings, and structures could be 
retained, new standards could be set up 
on which to pattern any additions or re- 
newals of these items. Having arrived at 
the form of transport to be adopted the 
types, designs, and quantities of power 


units and other rolling stock required 
will be, as in the past, proportional to 
traffic conditions then existing, at the 


same time discounting as far as possible 
future developments. 

As far as design is concerned, research 
work carried out during this war and the 
technique resultant therefrom will have 
revolutionised in many respects accepted 
standard principles existing before the 
war, as the study of the science of metals 
and the more comprehensive methods of 
fabrication will then be available to those 
responsible for the design of rolling stock. 

With these facts in mind it is fair to 
assume that haulage of excessively heavy 
dead loads will become a thing of the 
past, and that vehicles of strong but light 
construction will predominate. There is, 


however, one fact which would have to 
be taken into accgunt and which must 
have some _ bearing on rolling § stock 


design, and that is the existence of inter- 
national train working, but this, of 
course, could be met by the provision of 
special rolling stock suitable for through 
running. 


Having once arrived at the _ type, 
quantity, and extent of rolling stock 
coupled with the density and_ geo- 


graphical margins of traffic, both passen- 
ger and freight, the task of making pro- 
vision for the stabling maintenance and 
repairs of all vehicles could be proceeded 
vith. In the matter of works for the 
maintenance of rolling stock it should be 
known at the outset whether it is pro- 
posed to build all or part of the rolling 
stock within the railway system’s own 
works or whether such new stock would 
be undertaken by state or _privately- 
owned industrial concerns. 

If the railway works are to be con- 
fined to maintenance only, then the lay- 
out and distribution can be arranged 
accordingly. There is also the question 
of rough material to be considered, such 


533 


as rails, blooms, billets, steel sections, 
bolts, nuts, etc. If these items are to be 
undertaken by the railway system then 
all requirements should be concentrated 
in one factory situated in a locality where 
minerals, chemicals, fuel power, and light 
are available without undue transport. 
Castings, both ferrous and non-ferrous are 
items which call for both concentration 
and mechanisation in the most advanced 
manner, having due regard to numerical 
requirements. 

To arrive at the requirements of repair 
shops and depots both as to number, 
size, and capacity it will be necessary to 
decide whether repairs should .be exe- 
cuted on a period or mileage basis and 
deduce therefrom the probable number of 
such repairs under each classification 
required each year. 

In dealing with repairs there are two 
methods of distribution each having its 
advantages and disadvantages. The first 
method is to allocate a limited number 
of classes of stock to each repair shop, 
thereby simplifying the layout of the fac- 
tory and reducing the variety of stores 
to be held, but at the same time neces- 
sitating in some cases long mileage for 
the vehicles to and from their home 
stations. The alternative method is to 
arrange facilities for repairing any class 
of vehicle working within a set zone or 


division, thereby improving the dead 
haulage position but calling for more 
factory equipment and increased stores 
items. 


What has been said as to repairs refers 
to those which are heavy or general and 
must not be confused with the servicing 
of rolling stock as this class of repair can 
be largely provided for in running sheds, 
out-station depots, etc., requiring quite 
a limited plant 

The lay-out of the main factories both 


as to site, extent, and design, should 
have very careful consideration, as on 
the efficiency of these undertakings 


depends very largely the smooth running 
of those departments responsible for the 
operation of rolling stock. The avail- 
ability, reliability, and life of the stock 
will be proportional to the thoroughness 
and promptitude with which repairs are 
carried out and vehicles returned to 
traffic. The factories themselves should 
be erected as far as possible under one 
roof, thereby obviating obstructions and 
allowing for freedom of movement of 
material and parts as well as dispensing 
with a large measure of costly internal 
transport so prevalent in the past because 
of the existence of separate and scattered 
workshops. The positioning of plant and 
equipment should be arranged so that all 
sections of the repair work can be syn- 
chronised to avoid those delay periods 
inevitable without a planned system of 
processing even to the smallest details. 
The forms the supplies of power, heat, 
and light assume will again be dependent 
on conditions applicable to the particular 
locality and requirements. 

In finishing this brief survey of con- 
siderations which should be taken into 
account when approaching this very im- 
portant problem, it should be realised 
that a modern railway is such a 
complex system and its ramifications are 
so numerous that it is not 
even touch on many of the in- 
volved, nor go into details of design, 
but it is felt that what has been written 
has enumerated some of the principles to 
be followed as a basis for development, 
leaving the elaboration and details to be 
worked out in conjunction with the data 
as they become available. 
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Fixed Stock Storekeeping on the G.W.R. 


By means of a system operating in the Chief Mechanical 
Engineer’s Department, 150 running and carriage depots are 
supplied with essential stores every four weeks 


By P. 


THE success of railway operating depends 

to a great extent on the efficient 
working of locomotives and rolling stock 
\ high standard is essential in the equipping 
and maintenance of all engines, coaching 


S. Richards. 


M.B.E. 


a large one, such as a London divisional 


parent depot, carries 1,200 items of con- 
sumable stock, and 200 different inter- 
changeable components. It may be ex- 


plained that consumable stores are those 
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for 
ck 


Special 


into a rationed quantity appropriate 
the daily trips. As these issues from si 
take place, there commences a 
system of record and accountancy. 

The individual issues from each depot 
are totalled to give the aggregate for each 
week. This total is entered by the Ebbw 
Junction storekeeper against the appro- 


priate accounts charge code, in this in- 
stance, ‘“‘running expenses—other stores 
4/42,”” on the stock-record sheet for this 
particular commodity. In turn, this record 
provides a total of the 4-weekly consump- 
tion against all the codes on which the 
cotton waste has been consumed. The next 













































































stock, and wagons, and the successful which cannot economically be given a_ procedure is for the storekeeper to prepare 
achievement of this particularly important further life, and they range from split a replenishment requisition at the end of 
phase of railway work, is due in no small pins to bales of cotton waste. Interchange- the 4-weekly period, giving all essential 
measure to the facility with which the able components are those which, when particulars in a sequence best suited to the 
requisite stores are obtained through the worn, are sent to the main workshops subsequent machine accounting procedure 
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{bove: A portion of a 4-weekly replenishment requisition prepared by the Ebbw Junction 
storekeeper. Below: Specimen Powers-Samas punched card relating to the requisition 

accomplished by a storekeeping system They are replaced immediately from avail- reproduced), together with a similar r 
known as the fixed stock plan, which able repaired stock. Fixed stock replenish- plenishment requisition for each item of 
operates throu; ghout the Chief Mechanical ments are requisitioned from the Stores other stock issued during the 4-weekly 
Engineer's Department The basic prin- Department every four weeks. period, is sent to the Stores Department 
ciple is that each of the company’s 150 To show how the fixed stock system is’ Swindon, where, in the case of cotton 
running and carriage depots is authorised worked, let us take as an example the waste, the General Stores, (warehouse 
to keep a fixed, or predetermined, stock well-known, indispensable commodity, 63, 65), loads up the precise quantity 1 
of all stores which experience has proved quoted in the all-line master catalogue as, quired for delivery through the medium 
necessary for maintaining ‘the type of ‘‘ Waste, cotton, coloured, 111/51 ’’—with of the stores delivery van; thus the Ebbw 
rolling stock coming within the responsi- Newport, Ebbw Junction (code 614), as Junction stock becomes once again re 
bility of the particular depot. The range the representative locomotive depot. To stored to the authorised fixed quantity. 


and quantity of these stores varies widely 
according to the importance of the depot ; 


facilitate issue to drivers and also to effect 
economy in use, the waste is broken down 


The accountancy routine then entails 
pricing, evaluation, and the production of 
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a Powers-Samas punched card for the 
quantity consumed against each recognised 


accounts code, which in the example of 
the Ebbw Junction requisition for waste 
wil) entail the production of five cards; 
on for each accounting code against 
which the consumed waste is to be charged. 
[hese cards, and all similar cards for this 
commodity issued through the various 
depots, are eventually brought together by 


the card-sorting machine, and provide the 
credit to the Stores Department stock, the 
position of which is shown by a printed 
statement, or tabulation, produced by a 
specially-designed tabulating machine. 
Having fulfilled the Stores Department’s 
rejuirements, including its share in pro- 
ducing the final debit invoice against the 
Chief Mechanical Engineer’s Department, 
these cards are next passed to the latter 
department, together with the original 
requisitions, for further accountancy work. 
This includes appropriation to the main 
ledger accounts and the numerous sub- 
headings necessary for effective control of 
expenditure by this department, which 
through the medium of these outstation 
ots alone, amounts to £500,000 a year, 


excluding interchangeable’ stock. This 
figure includes stores required by depots 
for immediate use but which, due to in- 
frequent demand, do not warrant a fixed 
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These are termed 
unlike fixed stock, are 
and when, required. 
Valuable statistical information is also 
obtained from the cards which, again 
quoting cotton waste, provide comparative 
consumption figures, and explain the ex- 
penditure increases or due ‘ to 
consumption and price fluctuations. 

The success of the outstation storekeep- 
ing depends largely on the storekeeper on 
the spot, for, in addition to the principles 
outlined, there are many intricate instruc- 
tions to be understood, such as correct 
appropriation code charges, procedure for 
return of valuable empties, stock verifica- 
tion adjustment, and disposal of obso- 
lescent stock. All systematic storekeeping 
necessarily includes yearly stock-taking and 


stock being carried. 
non-stock, and, 


requisitioned as, 


decreases 


valuation, and this is done through the 
medium of a file at Swindon of 50,000 


Powers-One punched cards, 2} in. by 2 in. 
which, being kept up to date, provides a 
tabulated document recording in catalogue 
sequence (a) the individual depot quan- 
tities, (b) the divisional total, and (c) the 
valuation of each commodity held within 
the respective divisions. A _ divisional 
grand total is then obtained, and a depart- 
mental valuation aggregating upwards of 
£150,000. Following is an extract from 
the Newport Division yearly stock tabula- 
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tion. The figure of 
lower right hand side of the 


608 4s. Od. at the 
table is entered 


by a Muldivo electric calculating machine 
operator. 
Quantity Cat. Ref. Depot Code 
1,344 111,051 6ll 
3,472 111,051 612 
7,500 111,051 613 
6,900 111,051 614 
672 111,051 615 
1,966 111,051 616 
3,556 111,051 617 
2,800 111,051 618 
2,200 111,051 619 
30,410 
(Price card) 111,051 -020 £608 4s. Od. 


A good storekeeper, while so maintaining 
his stock as to be able to meet essential 
requirements promptly, will always en- 
deavour to keep his total valuation figure 
as low as possible. The fact that waste has 
been taken as the typical commodity pro- 
vides an opportunity to dispose of the 
unfortunate conception that its value is 


negligible. The yearly consumption on 
locomotives alone, including cleaning, is 


roughly 1,000,000 lb. which, with a value 
of £20,000, means that half a pound each 


locomotive saved weekly would, in one 
year, effect a saving of £2,000. A topical 


borne in mind by all users of 
waste no 


slogan to be 
cotton waste should therefore be “ 
waste.”’ 








\N the description of the Ministry of 
Supply saddle-tank shunting _ loco- 
tives published in our February 5 
ue, page 146, mention was made of 
two No. 8 Class ‘‘R’’ Gresham & 
Craven hot-water injectors fitted under 


the footplate and capable of dealing with 





Injector ready for mounting 
under footplate 


edwater at relatively high temperatures. 
[he provision of these special injectors 
nders the engines suitable for use in hot 
climates; their operation is simple and 
calls for no skill on the part of the driver. 
t the specified boiler pressure of 170 lb 


per sq. in. there is complete reliability in 
e delivery of feed at any temperature 
up to 145° F.; the figure previously 


quoted of 125° was an under-statement. 
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Water at 145 deg. F’. can be dealt with by 
& Craven injector developed for tropical conditions 


Class “R’? Hot-Water Injector for Locomotives 


special Gresham 


The accompanying diagram shows 
the injector in section. 

The various branches on the 
injector body are all in the same 
plane and the usual type of 
bracket fixing has been superseded 
by a three-point bolt fixing with 
long bosses running right through 





the body sides. This renders the 
injector completely reversible, and 
the same pattern can thus be 
used on either side of the engine, 
without alteration. The some- 
what unusual arrangement of _provid- 
ing the water and delivery branches 
on the same side, is to suit coup- 
ling up to a combined steam and 
delivery valve on the firebox back, but 
where top feed is employed, the position 
of the overflow and delivery branches is 
reversed. The special sliding delivery 


cone, which is a well-known feature in all 
Gresham’s hot water injectors, has been 
retained, but the gland packing previously 
used has been dispensed with. This has 
been made possible by employing a long 
guide and relieving grooves in the sliding 
portion which is ground to very fine limits 
to ensure a perfect sliding fit. The over- 
flow valves on the combining cone and 
in the body are of the hanging flap type, 
which offer much obstruction to the 
free passage of steam or water when 
starting, than the mushroom type. The 
injector is operated in the usual manner; 
the steam and water are led through lift- 
ing and combining cones to form a high- 
velocity jet. This is discharged through 
the delivery cone, in the divergent por- 
tion of which the velocity is converted 
into pressure in excess of that.-ruling in 
the boiler, thus opening the main clack. 
This pressure, acting on the exit end of 
the delivery cone, forces it back on to 
the combining cone, thus forming a closed 
system of cones from end to end. When 
the injector is started, the delivery cone 
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Sectional view through intake, delivery 
and overflow branches 


is forced away from the combining cone, 
thus leaving an opening to overflow in 
addition to the supplementary overflow 
valve on the combining cone. This 
feature, together with the ample volume 
of the overflow chamber, and its stream- 
line discharge passages, ensures easy start- 
ing even with very hot water. The whole 


design is simple and rugged, and has 
been produced with a view to keeping 


maintenance charges at a minimum. 
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An Early Single-Phase Railway in Austria 


The narrow-gauge Mariazell Railway in Austria has been 
operated on single-phase current since 1911 


QNE of the earliest examples in Austria 

of the use of single-phase alternat- 
pro- 
vided by the 91-3 km. (56? miles) long 
(2 ft. 6 in.) gauge light railway 
Mariazell Rail- 
Opened as a steam line in 1907, it 
starts from St. Pélten, on the main Salz- 


ing current for electric traction is 
76 cm. 
in Austria 
way. 


known as the 


burg—Vienna line, about 60 km. (37} 
miles) west of Vienna, and runs to the 
Austrian Lourdes, as Mariazell is _fre- 
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Route of the Mariazell Railway 


quently called, terminating a short dis- 
tance further south, without any 
connection with another line, at Guss- 
werk, where several industries are carried 
on. The general route of the line is 
shown on the accompanying map, Fig. 1, 
and Fig. 2 illustrates the gradients, 
which reach a maximum of 1 in 40 be- 
tween Laubachmiihle and the Gésing 
tunnel, a distance of 17 km. (10} miles) 
in which two spirals are employed to 
negotiate the rise of 358-5 m. (1,176 ft.) 
Passing through rather difficult moun- 
tain territory, the line abounds in 
curves; the smallest radius is 80 m. 
(262 ft.). There are 17 tunnels, of a 
total length of about 4,000 m. (4,374 
yd.); the Gdésing tunnel, 2,368 m. 
(2,590 yd.) is the longest. St. Pélten is 
267 m. (876 ft.) above sea level and the 
highest point is reached in the long 
tunnel at 892-5 m. (2,928 ft.). Water 
power is used to generate current by em- 
ploying the fall of the Erlauf river, but 


a diesel-engine generating station was 
installed at St. Pélten, as a standby 


against times of water scarcity or break- 
downs. The town has its own “power 
supply, but this is worked in conjunc- 
tion with the railway feeders, which also 
supply other places on the route. A fre- 
quency of 25 was chosen. Although rela- 
tively low this can be used satisfactorily 
for industrial service. 


[he main power station is situated at 
Wienerbruck in a deep gorge of the 
Erlauf. To provide a sufficient water 
supply a reservoir and dam _ were pro- 
vided near that station in the River Lass- 
ing, a tributary of the Erlauf, and 
another in the latter river at Erlauf- 
klause, with a total storage capacity of 
2,900,000 cu. m. (638,290,000 gal.); the 


feed pipes run thence to the reservoir 
placed above the power house. The 
latter contains four (originally three) 


turbo-generator sets operating on an effec- 
tive fall of 170 m. (558 ft.) with direct 
excitation; a separate stand-by exciter 
set is also provided. Both single-phase 
and three-phase power can be delivered. 
With the former, and assuming that the 
generators give an output of 80 per cent. 
of the turbine rating, the original gene- 
rators develop 1,000 and the fourth 
2,000 h.p. The excitation is varied auto- 
matically with the load, with the usual 
protective arrangement acting in case of 
short circuits. The voltage of 6,500 at 
the generators is raised to 27,000 by 
transformers. The St. P6élten diesel plant 
has a total h.p. of 2,800 and generates at 
5,000 volts. 

Soon after the railway was opened in 
1907 the traffic developed unexpectedly. 
So much difficulty was experienced with 
steam traction that it was decided te 
adopt electricity and the change was 
made in 1911, so that electric traction 
has now been in successful operation for 


over 30 years. The choice of single- 
phase working is considered to have 
justified itself. rhe overhead contact 
system had to be used and the Austrian 


Siemens-Schuckert Works, which was 
responsible for the entire equipment in- 
stalled its system, developed a few years 
before, in which the contact wire is sup- 
ported by a messenger cable which in turn 
is suspended from the catenary cable. 
This arrangement gives very satisfactory 
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and not cheap to maintain, and is gradu- 
ally being replaced by the simpler stan- 
dard system adopted by the former 
Austrian Federal lines. Both contact and 
messenger wires were of bronze in tunnels 
but elsewhere the messenger was a -<ieel 
cable. Automatic temperature com) en- 
sation was provided and the usual sec- 
tionalising arrangements. 

Power was supplied direct from the 


Wienerbruck power house and thr gh 
sub-stations at Kirchberg and Ober- 
grafendorf, fed from Wienerbruck at 


27,000 volts. The latter sub-station is 
connected to the St. Pélten diesel station 
for emergency purposes. A three-phase 
supply for general industrial purposes is 
also conveyed along the railway pole line. 

The most interesting feature of the 
equipment is the locomotives, which were 
known to be still in service shortly before 
the present war. Fourteen were provided 
for the inauguration of the electric ser- 
vice and two more soon after. They are 
of the C-C type, with two six-wheel 
bogies and coupling rods; each bogie is 
driven by a 300 h.p. 220-volt motor set 
somewhat above the framing, with gear 
reduction of 1 to 3 to a countershaft, the 
cranks on which engage with the coup- 
ling rods through a slide jaw due to the 
centre line of the countershaft being 
higher than that of the axles. The 
weight on each wheel is about 4 tonnes. 
The weight of the electric equipment is 
23 tonnes and of the mechanical 24 
tonnes, making the total weight 47 
tonnes. Maximum tractive effort is 
8,400 kg. (18,480 lb.); the drawbar pull 
with a 100 tonne train on a 1 in 40 
gradient is about 5,000.kg. (11,000 Ib.). 
Vacuum braking, long general in Austria 
but now giving place to air braking, is 
used. Each locomotive has two bow 
collectors. Notwithstanding the severe 
weather conditions frequently prevailing 
in winter and the heavy service called for 
by the gradients along the route, the 
locomotives have given excellent service 
from the beginning. The maintenance 
charges have been uniformly low and the 
latest information was that the machines 
were confidently expected to give satis- 
faction for many years to come, a tribute 
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Gradient profile of the Mariazell single-phase railway 
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Trials of New Swedish Single-Phase Locomotives 


Three of the type “* F'”’ locomotives together have 
run over 62,000 miles and the experience gained 
is being used to decide future design 


AN article by Herr J. O. Ottosson in 
the newly-founded official journal of 

the Swedish State Railways, S J Nytt, the 
first number of which was reviewed in 
our March 5 issue, gives some details of 
the experience gained with the first three 
type ‘‘F’’ (1-Do-1) single-phase express 
locomotives, which together have run 
over 100,000 km. (62,100 miles). (These 
engines were described briefly, and illus- 
trated, in our June 26, 1942, issue, page 
699). This distance is not sufficient to 
enable a conclusive opinion to be formed 
as to the merits or otherwise of the equip- 
ments, which are not quite the same on 
the three locomotives, although their 
general design is similar. Nevertheless, 
some useful results have been obtained. 
The principal departure from previous 





practice consists in the adoption of indi- 
vidual axle drive by quill mechanism, 
instead of side-rod drive. The chief dif- 
ferences between the engines, ‘which are 
numbered 601, 602, and 603, lie in the 
details of the quill drive, the construc- 
tion of the pony trucks, the suspension 
system, and the control arrangements. 
Thus, locomotive No. 601 has 28 fine- 
regulation control steps, No. 602 has 62, 
and No. 603 has 40. Nos. 601 and 603 
have this fine, or small, step-control 
arranged to act onthe primary (15,000 V.) 
side of the transformer, but on No. 602 
the secondary (800 V.) side is so regu- 
lated. The number of running positions 
on the controller is now only four. The 
earlier types of locomotives had fairly 
coarse steps on the controller, but the 
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introduction of the so-called fine regula- 
tion allows of an extremely smcoth and 
gradual starting effect being obtained. 

It has been found that to accelerate 
quickly is better than to operate the con- 
troller slowly, as in the latter case some 
surging of the train is likely to be ex- 
perienced, which, it is thought, may be 
due to the properties of the quill drive. 
It is proposed to alter locomotive No. 
603 first, in the light of this experience. 
The fine regulation has proved entirely 
successful, but so large a number of steps 
as 62, provided on locomotive No. 602, is 
not necessary. The running of engine 
No. 601 shows that 28 steps are sufficient 
to give satisfactory starting, but, after 
starting has been effected, fewer steps 
will accomplish all that is needed. It 
has been found also that direct steps can 
be dispensed with, and that the fine 
regulation can be employed throughout 
the range of the controller. Engine No. 
601 has no direct step, but the others 
have one each. The high voltage method 
of regulation also has proved superior to 
the low; with the latter, troublesome 
over-voltages have occurred, resulting in 
damage to the equipment. Locomotive 
No. 602, therefore, was modified, and 
resistances were introduced in an endea- 
vour to mitigate the evil; but these also 
burned out on occasions, and it is not 
possible to say whether the arrangement 
can be made permanently successful. — It 
has been decided that high-voltage regu- 
lation is superior to the low type. 

Some small difficulties have been ex- 
perienced with the auxiliary equipment, 
but these are easily remediable. The 
traction motors on any further locomo- 
tives also will be modified, to diminish 
sparking at starting. The riding of the 
new engines has been satisfactory, and 
the Krauss pony-truck has proved rather 
more satisfactory than the ordinary bissel 
type. The quill mechanisms have 
worked without incident; the Sécheron 
type has required some improvement to 
the lubrication, but there has been no 
spring breakage. The adoption of indi- 
vidual axle drive has justified itself and 
further engines of the ‘‘F’’ class will 
represent a ‘compromise between the 
three examples now running, incorporat- 
ing the best features of each. 
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[W. H. C. Kelland 


The Poona mail train leaving Bombay on the electrified section of the Great Indian 


Peninsula Railway 
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Butterley Standard-unit Bridges 


Details of some tests of stability and speed of erection 


THe construction of a wide variety of 

bridges of different spans and _ load- 
carrying capacity is made possible by 
the Butterley standard-unit system of 
bridge-building, which incorporates the 
employment of five standardised main 
units These are of simple form and 
convenient weight for the rapid erection 
of temporary and emergency bridges, 
primarily in the field and up-country. 


Left: General view of a 60-ft. span with decking. 
mechanical lifting appliances other than light blocks and tackle. 


The unit bridges, however, are perfectly 
suitable as permanent structures where 
required. This system of bridge-building 
has been subjected to severe tests in 
the field of both the stability of the struc- 
ture and the readiness with which it may 
be erected. 

The first test took place with a 60 ft. 
trial span. A central static load of 50 
tons was first applied to the bridge deck, 
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and the deflections measured. Then a 
live load was provided by running heavy 
lorries across the bridge. A railway 
track was laid across the bridge in order 
to load the structure to a greater capa- 
city, and the bridge then carried a loco- 
motive with a train of heavily-loaded 
wagons in front and in rear of the en- 
gine, thus giving a live-load test equiva- 
lent to a uniformly distributed load of 
90 tons. The maximum deflection under 
this load was # in. and no distortion 
took place in any members of the bridge: 

An erection test was then arranged at 
a field site where no mechanical lifting 
gear was available; the whole of the 
material arrived on lorries with an er 
tion gang of ten men only. The bridge 
was assembled near a river,’ and after- 
wards launched over the gap and lowered 
on to timber sills. In 5 hr. time from 
start to finish of the operations the live 
loads were applied. These consisted of 
two vehicles weighing 40 tons each, 
which were run across the bridge at a 
speed of 15 m.p.h. Again the maximum 
deflection did not exceed ~ in. in the 
girders, and no distortion took place in 
any of the members. 

At a later test an erection gang of 40 
unskilled men erected the bridge in 1 hr 

By constructing the main lattice girders 
of different assemblies of the standard 
chord members, bridges on the Butterley 
standard-unit system can be made up to 
150 ft. span to carry weights to suit 
Ministry of Transport loading, and up to 
190 ft. span for lighter loads. 


Right: Erecting the 60 ft. span in the field with 10 men only, without 
The illustration at the head of the article shows a 


locomotive and train forming a 90-ton test load 








EFFECT OF FrRosT ON HAULAGE.— 
[he effect of low temperatures on freight 
operation in Canada is shown clearly by the 
following table 


Percentage Reduction 
in tonnage 


Temperature 
Degrees F. 
Above 32 ... ma 
From 32 to 16 
1S to zero 
zeroto — 10 
Ii to — 20 
21 to — 25 
—26to — 30 
-3lto— 35 
— 36to'— 40 
—4i to - 45 
46 to — 50 


These are not theoretical values, but 


actual reductions based on the ability of 
locomotives to haul only 10 loaded freight 
wagons when the temperature is below 
46° F. below zero against 20 wagons at any 
temperature above freezing point. 


BRITISH STANDARD FOR LOCOMOTIVE 
CopreR.—The British Standards Institu- 
tion has issued a revision to Part § of 
B.S. 24, which completes the revision of 
all the parts in the series of specifications 
covered by Report No. 24—material for 
railway rolling stock. There has been 
some delay in the issue of this part, in 
view of research work which is being car- 
ried out into impurities in copper for 


welding purposes. It may be some time 
before the results are available; and, as 
a reprint of this part had become urgently 
necessary, it was decided to proceed with 
the publication of the revision, thus 
giving effect to such modification as had 
been made to other clauses; the clauses 
on the chemical composition of copper, 
however, have been retained in _ their 
original form. When the results of the 
research are available it is proposed to 
issue a revision slip, copies of which may 
be obtained from the British Standards 
Institution, 28, Victoria Street, London, 
S.W.1. 
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RAILWAY NEWS SECTION 


PERSONAL 


Sir Charles Bruce-Gardner has_ been 
appointed Controller of Labour Allocation 
& Supply,. Ministry of Aircraft Produc- 
tion. He will be’a member of the Air- 
craft Supply Council. “Sir Charles Bruce- 
Gardner is Chairman of Armstrong Whit- 
worth Securities Co. Ltd. 

Ministry of Aircraft Producticn 
states that the board of Vickers- 
Armstrongs Limited has asked 
the Minister to aHow Sir 
Alexander Dunbar, Controller- 
General at the Ministry since 
July, 1942, to return to active 
duties with the Vickers Group, 
and that Sir Stafford Cripps 
has agreed to release him from 
the end of May. Sir Alexander 
Dunbar has been Director in 
charge of the aviation branch 
of Vickers-Armstrongs Limited 
since 1938. 


rhe 


The council of the Institute 
of Transport has elected Sir 
William Wood, President of the 
L.M.S.R., to be President of 
the institute for the year begin- 
ning October 1, 1943. 

Mr. Oliver R. H. Bury, who 
has been a Director of the San 
Paulo (Brazilian) Railway Co. 
Ltd. since 1915, and Chairman 
since 1931, has resigned from 
the board. He is succeeded as 
Chairman by Mr. George 
Macaulay Booth, a Director of 
the company. Mr. Bury is 
Chairman & Managing Director 
of the Peruvian Corporation 
Limited, and a Director of the 
London & North Eastern Rail- 
way Company, and of the 
Provident Mutual Life Assur- 
ance Association. Mr. Booth is 
a Director of Para Electric 
Railways & Lighting Co. Ltd. 

We regret to record the death 
on May 15 of Mr. H. H. 
Spalding, who was Locomotive 
& Carriage Superintendent, 
Eastern Bengal Railway System, 
from 1920 until his retirement 
in 1929. 

The L.N.E.R. announces the 
ing appointment :— 

Mr. F. W. Goring, 
Trains Clerk, Superintendent’s 
(Western Section), Southern Area, 
Stationmaster, Kings Cross, vice 
Ireland, retired. 

We regret to record the death on May 
15, at the age of 88, of Lt.-Colonel Sir 
William Thomlinson, V.D., D.L. As a 
young man he went to the United States, 
where he was engaged in the iron trade. 
On his return to this country, he. re- 
organised the works of the Seaton Carew 
Iron Co. Ltd. (acquired in 1928 by the 
South Durham Steel & Iron Co. Ltd.). 
He was connected also with the Carlton 
Iron Co. Ltd. (acquired in. 1923 by 
Dorman, Long & Co. Ltd.), and the Nor- 
manby Iron Works, until he sold his 
interests in the industry and retired in 
1923. Later he helped to found the 
Chemical & Insulating Company at 
Darlington. 


follow- 


Senior Passen- 
ger 

Office 
to be 
Mr. H. 


Mr. T. J. Hartigan, C.M.G., Commis- 
sioner for Railways, New South Wales, 
on December 29 last had held that posi- 
tion for ten years; and on January 17 he 
completed fifty years’ service in the Rail- 
ways Department. Mr. Hartigan was 
born in 1878, and entered railway service 
as a junior clerk in 1893. After six years’ 
junior service, three years as an assistant 
examiner, five years as an expenditure 
clerk, and two years as capital works 


Mr. T. J. Hartigan 


Commissioner for Railways, New South Wales, for ten years, 
who has completed fifty years’ railway, service 


clerk, he became, in 1911, Head of the 
Book-Keeping Section. Five years later 
he was appointed Assistant Chief Accoun- 
tant, and in 192 he was made Chief 
Accountant. He was appointed Comp- 
troller of Accounts & Audit. in 1928. 
When the Ministry of Transport Act, 
creating a Department of Transport, was 
passed in 1932, Mr. Hartigan was made 
Transport Commissioner and was charged 
with the duties attached to control of 
railway finances and management of 
stores. On December 29 of the same year 
he was appointed to his present position 
of Commissioner for Railways. Mr. Har- 
tigan’s contribution to the welfare of the 
State was recognised by the award of 
the C.M.G. in 1936. (See editorial note, 
page 525). 


Captain Victor Sheperd has resigned 
from the board of the Triplex Safety 
Glass Co. Ltd. and associated companies, 
and has been appointed a Director of 
British Indestructo Glass Limited. He 


has been a pioneer in the development of 
safety glass and eight years ago became 
General Sales Manager of the Triplex 
Safety Glass Co. Ltd., which he had 
joined in 1922. Shortly afterwards he 
was appointed to the board of Triplex 
(Northern) Limited and Triplex Safety 
Glass Co. Ltd. 
At the invitation of the Spanish 
Government, the British Council has 
arranged for Sir Charles Bressey 
to visit Madrid, where he will 
lecture to Spanish town-plan- 
ning authorities. 


Mr. Patrick Ashley Cooper, Dr. 
C. C. Garrard, and Mr. G. Chelioti 
have joined the board of the 
General Electric Co. Ltd. Mr. 
Ashley Cooper is a member of 
the London Passenger Transport 
Board. Dr. Garrard is Joint 
General Manager of the company’s 
engineering works at Birmingham. 
Mr. Chelioti is Manager of the 
Osram factories in the G.E.C. 
Group. 


Sir Frederick Rebbeck, Chair- 
man & Managing Director of 
Harland & Wolff Limited, at his 
own request has been relieved 
temporarily of the duties of 
Chairman, so that he may 
devote his whole time, as Man- 
aging Director, to problems of 
production. The board has ap- 
pointed, as temporary Chair- 
man, Mr. C. J. G.° Palmour, 
President of the Institute of 
Chartered Accountants. Sir 
Frederick Rebbeck is a member 
of the managing committee of 
the Northern Counties Com- 
mittee, L.M.S.R., and a 
Director of Colvilles Limited. 


RAILWAY STAFF 
CHANGES 

Mr. A. A. Phillips, V.D., 
Chief Commercial Manager, 
N.W.R., whose services are 
lent to the War Transport 
Department, was appointed 
Controller of Railway Priorities 
in that department on return 
from leave as from November 14. 

Mr. F. J. De Souza has been appointed 
to officiate as Deputy Chief Engineer, 
N.W.R., as from October 3. 

Mr. H. M. Walker has been confirmed 
as Superintendent, Mechanical Work- 
shops, N.W.R. 

Rao Bahadur P. 


INDIAN 


B. Chandwani has 
been confirmed as Deputy General 
Manager (Personnel), N.W.R. 

Mr. D. M._F. Chisholm has been ap- 
pointed to. officiate as Chief Operating 
Superintendent, E.I.R., as from Novem- 
ber 9. 

Mr. A. M. Hunter, retired Superintendent, 
Transportation (Traffic) & Commercial De- 
partments, E.I.R., has been appointed as 
Railway Representative with Headquarters, 
Eastern Army, Ranchi. 


Wing-Commander J. B. R. Brooke has 
joined the board of John Lysaght Limited 
(of which his father, Mr. W. J. Brooke, 
is Joint Managing Director), and is 
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General 
Steel 


taking up an appointment as 
Manager of the Normanby Park 
Works, Scunthorpe, on June 1. 


The Minister of Railways & Harbours, 


Union of South Africa, has appointed 
Colonel R. Fyfe-King, formerly Chief 


Magistrate of the Transkei, as Special 
Commissioner to investigate and report on 
the best form of staff organisation for non- 
European railway workers. 


We regret to record the death on May 21 
of Mr. P. W. Weaver, who was Traffic 
Manager, Egyptian State Railways, from 
1929 until his retirement in 1938 


RAILWAY APPOINTMENT 
The Secretary of State for the Colonies 
recently approved the following appoint- 
ment :— 
a. 2. ©. 
neer, to be 
Kenva & Uganda 


COLONIAL 


Gowthorpe, District Engi- 
Senior District Engineer, 
Railways & Harbours. 
The late Brigadier-General Sir Henry P 
Maybury, formerly Director-General, Roads 
Department, Ministry of Transport, whose 
death was recorded in our January 15 issue, 
left £72,372 


Viscount Knollys, D.F.C., Governor & 
Commander-in-Chiet of Bermuda, has 
been appointed Chairman of the British 
Airways Corporation. Sir 
Harold Howitt, who recently was ap- 
pointed temporarily as Chairman, be- 
comes Deputy-Chairman. Air-Commodore 
A. C. Critchley has been appointed Chief 
Executive of the corporation, and Miss 
Pauline Gower, Commandant of the 
Women’s Air Transport Auxiliary, a 
member of the board. 


Overseas 
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Mr. A. W. F. Rogerson 


Appointed District Locomotive Superintendent, 


Leeds, L.M.S.R 


Mr. A. W. F. Rogerson, District Loco- 
motive Superintendent, Cricklewood, 
L.M.S.R., who, as_ recorded in our 
May 14 issue, has been appointed Dis- 
trict Locomotive Superintendent, Leeds, 
as from July 1 next, was educated at 
University College School (then Gower 
Street), and joined the former Midland 
Railway in 1903 as an apprentice fitter 
at Kentish Town. In 1908 he became 
Assistant to the District Locomotive 
Superintendent, Leeds; and in 1913 he 
was appointed to a similar position at 
Kentish Town. He acted as District 
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Locomotive Superintendent at rby 
from 1915 to 1917; and during tl lext 
two years served in France wit the 
Royal Engineers (Railway Ope-iting 
Division). He returned to the Mi) and 
Railway in 1919 as District Loco:) \tive 
Superintendent, Worcester; and hree 


years later he was appointed to a ilar 
position at Hasland (Derbyshire). Mr. 
Rogerson became Locomotive Superinten- 
dent for the Kentish Town Dist in 
1934 

SouTH AFRICAN RAILWAYS & HAR RS 

Mr. A. F. Bruyns-Haylett, System na- 
ger, Windhoek, has been appointed In-)ect- 
ing Engineer, Chief Civil Engineer’s ice, 
Johannesburg. 

Mr. H. A. Gregorowski, Superinteiient 
(Staff Investigation), General Manaver's 
Office, Johannesburg, has been appointed 
System Manager, Windhoek. 





We regret to record the death, at the 
age of 74, of Mr. Patrick J. Brady, who 
joined the board of the Great Soutiern 
Railways Company (Eire), as Director 
representing the former Midland Great 
Western Railway of Ireland Company, in 


1925. When the number of directors was 
reduced from twelve to seven in 1933, 
under the Railways Act, Mr. Brady 


a member of the board. He 
1935, but resigned for 
November, 1939 


ceased to be 
was re-elected in 
reasons of health in 

Mr. C. G. Renold, Deputy-Chairman & 
Managing Director of the Renold & Coven- 
try Chain Co. Ltd., has been appointed 


Chairman of the Engineering & Metals 
Section of the Manchester Chamber of 


Commerce, in succession to Mr. Cecil 
Bentham, Chairman of Henry Simon 
Limited, who, as recorded in our February 
12 issue, recently was appointed a Deputy 
Controller-General of Machine Tools. 








A train 


of 31 


eae) 


steel-roofed utility wagons of the type built recently for the New South Wales Government Railways for the 


Oe 





transport of wheat in bulk, hauled by a “D 57” class locomotive, at Wallendbeen 


This train was run to test methods and equipment designed to expedite the operation of trains handling wheat in bulk. 


The 


wagons, which were described and illustrated in our February 12 issue, are designed to avoid the use of tarpaulins. They 


are fitted with automatic couplers and Westinghouse brake-apparatus. 


Within -5 hr. the train had completed the round 


trip from Darling Harbour (Sydney) to the country silo at Wallendbeen, and back to the terminal elevator at Rozelle, 


Sydney, a distance of 505 miles. 


At Wallendbeen, three men handled the loading of the 640 tons of wheat in 8 hr. 
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Signposts to be Restored 


In consultation with the Military Autho- 
rities, the Ministry of War Transport has 
now decided that within certain limits, 
and subject to certain conditions, sign- 
posts are to be re-erected in rural areas. 
Steps to give effect to this decision will 
be taken as soon as possible. 

Wives 


Cheap Travel for Officers’ 


The wives of Service officers are to enjoy 
the same facility of booking cheap railway 
tickets as the wives of other ranks. Certi- 
ficates available for six months, authorising 
railway booking offices to issue such tickets, 
will be forwarded shortly from the three 
Services to officers’ wives. Such tickets 
will not be available for business journeys. 


Bus Priority at Chelmsford 


The Eastern National Omnibus Co. Ltd., 
with the sanction of the Ministry of War 
[ransport, is introducing on Monday, May 
31, asystem of travel priority during peak 
periods for weekly and season-ticket 
holders on certain bus services operating 
from Chelmsford. 


Immobilisation Regulations Relaxed 


Regulations requiring the immobilisation 
of unattended motor vehicles and of boats 
on inland waterways were relaxed on 
May 20. Previously-existing Orders remain 
in force only in the counties of Norfolk, 
Suffolk, Sussex, Hampshire (including the 
Isle of Wight), Dorset, Devon, and Corn- 
wall, together with those parts of the 
counties of Essex and Kent that lie outside 
the Metropolitan Police District. 

Elsewhere, there is now no obligation on 
drivers to immobilise their vehicles, either 
by day or night, nor are persons in charge 
of vessels required to immobilise them 
when they are left unattended. Owners 
if vehicles and vessels, however, are advised 
to take reasonable prevent theft 
of their property 


care to 


British Scheduled Air Lines 

\ remarkable record of intensive opera- 
tion of the veteran “‘C”’ class flying boats 
of the British Overseas Airways Corpora- 
tion is disclosed by figures which are now 
available covering the twelve months ended 
March 31 last. These aircraft are in use 
on the Durban-Cairo-Karachi-Calcutta 
route, and on the Trans-African ‘‘ Congo ”’ 
route between Lagos and Port Bell, on 
Lake Victoria Nyanza, where the Congo 
route joins the Durban-Cairo line. For 
part of the time certain of the boats 
operated between the United Kingdom and 
West Africa. All are operated on a regular 
scheduled basis. 


During the twelve months the flying 
boats—of which 13 are now in service— 


have flown a total of approximately 
3,174,122 miles. These figures would be 
remarkable in any case, but are even more 
impressive when the age of the aircraft is 
taken into account. All are veterans, the 
first having been put into service in October, 
1936 ; the youngest is more than five years 
old During the year under review, a 
capacity-ton-mileage of about 10,440,000 
has been provided. Of this. the amount 
actually used was some 9,500,000, giving a 
load factor of approximately 91 per cent. 
The passenger-miles flown amount to some 
43 600,000. 


Half Fares for Evacuee Visits 


rhe Ministry of Health has again made 
arrangements with the Ministry of War 
[ransport to enable parents and guardians 
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to visit their evacuated sons and daughters. 
Relatives will be able to travel for half 
fare until the end of September. One 
eight-day travel voucher and three day 
tickets are allowed every month, but the 
week-end tickets are not available during 
the month when the eight-day voucher is 
used. The cheap facilities do not apply 
to journeys under 50 miles, and are not 
available over the Whitsuntide or August 
Bank Holiday periods. 
Army Lorries for Workers 

In various industrial areas, army lorries 
with army drivers have been used to main- 
tain emergency services for miners and other 
workers inconvenienced. by the unofficial 
strikes of bus employees-to which we made 
reference at page 523 last week. In 
Barnsley, a large fleet of army lorries made 
its headquarters at the depot of the York- 
shire Traction Co. Ltd. In the Wakefield 
area, military transport was introduced on 
May 14. 

Fuel Situation in Eire 

The fuel crisis in Eire, resulting from 
the non-arrival of petrol supplies (which 
we recorded in our May 14 issue, page 489) 
has been eased, at any rate temporarily. 
Bus services, which were cut by 50 per 
cent. in total mileage on May 3, were 
restored on May 14. The April petrol 
allowance to the Great Southern Railways 
was 46,000 gal., and to the Great Northern 
Railway 9,800 gal. 

Transport Priority at Salford 

On Monday, May 24, the Salford Cor- 
poration Transport Department introduced 
a system of priority transport for war 
workers on its all-night bus services, which 
begin at 9.40 p.m. Up to five minutes 
before the time of departure, the boarding 
of buses at termini is reserved for holders 
of priority passes (issued through the 
employers) or of all-night vouchers, as well 
as uniformed members of the Forces possess- 
ing leave passes not issued locally. Mem- 
bers of the general public are allowed to 
occupy any accommodation remaining after 
priority passengers have boarded the 
buses, but they are charged double fares. 

Skoplje-Gueschevo Railway 

In Bulgarian-occupied Jugoslavia, the 
building of the standard-gauge railway line 
which is to connect Skoplje with Gueschevo, 
has been resumed after the winter interval. 
The route length of the new line will be 
65 miles. The work presents many diffi- 
culties, by reason of the mountainous region 
traversed, particularly in the section be- 
tween the Bulgarian frontier and Kriva 
Palanka, some 12} miles, where no fewer 
than 39 tunnels will be necessary. The 
new railway is to join the Nish-Skoplje 
main line at Kumanovo, some 25 miles 
to the north of Skoplje. 


Gauge Conversion in Greece 

Direct railway communication between 
Sofia and Bulgarian-occupied Greece was 
established by the Bulgarians when the 
1 ft. 114 in. gauge line between Sidero- 
kastro (Demirhissar) and Kulata, 10 miles, 
was opened to civilian traffic on Novem- 
ber 29, 1941. It is to be improved by the 
conversion to standard gauge of that link 
and of the adjoining section from Kulata 
to Gorna Djumaia. The conversion is said 
to be complete up to Simetli, some 12 miles 
south of Gorna Djumaia, and every effort 
is being made to convert the whole remain- 
ing section from Simetli to Siderokastro, 
about 50 miles, during the present year. 
Some 5,000 additional workers are stated 





541 


to have been employed on the work since 
March last, according to a recent report 
from Sofia. 


New Roumanian Railway 

A new line is being built from Piatra 
Neamt (the terminus of the branch line 
from. Bacau on the Adjud-Cernauti main 
line) to Bistricoara, about 20 miles to the 
north west. It is intended to serve the 
manganese, copper, and bauxite deposits 
in the district. This is an old project, 
surveyed and planned immediately after 
the war in 1919. 


Goods Traffic by Tram in Germany 

Local conveyance of goods by tram has 
developed rapidly in Germany since the 
early days of the war, and the services 
concerned contribute to an_ increasing 
extent to ease the position of the Reichs- 
bahn and of other means of local transport, 


such as motor and animal road traffic. 
Longer tram mileages run, more goods 
conveyed, and higher receipts accruing 


from the goods services, are shown by the 
particulars published in the reports of the 
various tramway enterprises covering the 
years 1940, 1941, and 1942. 

Goods were conveyed by tram in Ger- 
many during the war of 1914-19, but, once 
conditions reverted to normal, preference 
was given to conveyance by road motor 
services owing to their greater flexibility, 
higher speeds, and advantages for door-to- 
door traffic. To some extent the last- 
named advantage is achieved by trams 
through the provision of private sidings, 
but in general the peacetime development 
of goods traffic by tram fell short of ex- 
pectations. In the large German towns 
the conveyance of mail by tram, between 
the various post offices and the main rail- 
way stations, continued to be used. 

Berlin was one of the first towns in 
Germany to develop goods transport by 
tram, early in 1940, and was able to do so 
because the administration of the capital 
had drawn up a large-scale programme in 
respect of the acquisition of additional 
goods rolling stock and of the provision 
of numerous sidings for industrial and large 
trading concerns. As the general traffic 
position deteriorated, by reason of shortage 
of motor fuel and tyres and the more 
intensive mobilisation of vehicles for the 
forces, the goods traffic of the Berlin Trans- 
port Board not only extended geographic- 
ally but was intensified to such an extent 
as to require the establishment of goods- 
tram timetables. ‘‘ Goods trains,’’ consist- 
ing generally of a motor vehicle and two 
trailers, have the capacity of one standard- 
gauge railway goods wagon and load from 
10 to 15 metric tons. 

Certain categories of goods found to be 
particularly suitable for local conveyance 
by tram include vegetables and fruit to be 
brought to central markets and also to be 
distributed from there among _ retailers. 
Retailers are generally associated by dis- 
tricts into what are known as Transport- 
gemeinschaften (transport associations) and 
have the goods they purchase grouped and 
conveyed in bulk by tram to a centrally- 
situated unloading place in the district 
concerned, whence it is easier for them to 
have the goods brought to their shops by 


more primitive transport. Coal, building 
material, and foodstuffs in bulk (e.g., 


potatoes) are other kinds of goods suitable 
for conveyance by tram, and _ breweries 
are said to find it advantageous to supply 
wholesale distributors by tram and to have 
empty vats returned to them by the same 
means. Breweries in Berlin and in other 
large German towns have special trains 
continually operating for them to serve 
distributors according to fixed schemes. 
Three large Berlin newspapers have a 
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similar night service for the conveyance 
of their issues to their branch depots, 
which are served in turn according to a 
timetable. A number of forwarding firms 
at Hamburg has established a joint parcels 
goods service by tram, thus dispensing 
almost wholly with motor lorries and horse- 
drawn vehicles in certain areas. 

On the other hand, such goods as bread 
and flour do not lend themselves to easy 
conveyance by tram, mainly because too 
great a number of shops would have to be 
served with small consignments, and also 
because of the complication which the 
handling of the respective food coupons 
entails 

Practical limits are set to the develop- 
ment of the goods traffic by tram by the 
restricted numbers of goods wagons avail- 
able and by the fact that the “ goods 
trains’’ have to be sandwiched between 
passenger vehicles, and subordinated to 
passenger traffic requirements which are, 
of course, the primary task of any tram 
enterprise. This is one of the reasons 
why tramway goods trains generally cannot 
exceed an averaged speed of between 18 
and 22 km. an hour (say 11 to 14 m.p.h.}. 
Speeds are reduced during rush hours 
when the intensified passenger traffic 
proves particularly hampering to goods 
services. On the other hand, slack hours 
provide an opportunity of intensifying the 
goods services 

Various methods of charging are in use 
[he Berlin Transport Board, for instance, 
hires its goods wagons for a fixed daily 
rate, and, for every oaded journey, the 
hiring firm causes to be made during a nine- 
hour working day, a fixed fee is also paid 
Rates of hire are not uniform in the different 
towns where the system has been adopted, 
but vary considerably from place to place 
In other towns, scaled freight rates apply 
in accordance with the weight of the goods 
conveyed, and various important industrial 
undertakings are considering whether the 
use of their own goods rolling stock would 
not be more economic. Economic con- 
siderations are at present of but secondary 
importance, however, as the primary con- 
sideration is to secure transport at all. 


New Railway Priorities in Italy 

An Order issued by the Italian Ministry 
of Communications on April 15 established 
rail transport priorities for various cate- 
gories of foodstuff, etc. Absolute priority 
is enjoyed. by wheat, maize, rice, salt, 
wheat flour, maize flour for blending pur- 
poses, maccaroni, noodles, and _ similar 
articles, as well as special foodstuffs for 
children 

Second priority is given to cattle 
slaughter, fresh meat, and frozen meat 

Third priority is accorded to means for 
combating insect pests, sulphur, 
edible oils, and their empty receptacles. 

The fourth class comprises other cereals, 
vegetables, and further empty sacks for 
wheat, maize, rice, and their milling pro- 
ducts 

The fifth class comprises only sugar. 

The sixth class covers horticultural pro- 
ducts, fodder, sausages, fresh and preserved 
fish, fruit pulps, and jam. 

The seventh embraces charcoal, 
liquid fuels, and thair empty receptacles 

The eighth class comprises technical oils, 
fats, and soaps. The ninth class covers 
artificial fertilisers, kraft fodder, milling 
residues, and similar products. 

Hard coal, brown coal, peat, firewood, 
and residue from raisins, make up the tenth 
class 

The eleventh class comprises all types of 
fuels, sackings and packings not otherwise 
mentioned. 


for 


seeds, 


class 
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Class twelve is wine, beer, mineral water, 
and their receptacles. 

Class thirteen covers 
products for export. 

Class fourteen is organic fertilisers. 

Class fifteen is lime, cement, gypsum, 
ceramic products, etc. 

No priority is granted to the allotment 
of wagons for distances up to 30 km. 
(19 miles), excepting for the transport of 
foodstuffs, milch calves, pigs, and charcoal. 

Daylight Saving in Jamaica 

Daylight saving was introduced in 
Jamaica on April 3 amid a storm of criti- 
cism. The newspapers, at the Govern- 
ment’s request, lent half-hearted support 
to the measure, but the public is clearly 
opposed to it. Jamaica has, in fact, no 
daylight to save, especially at this season. 
The small economy in night lighting is 
offset by the need of artificial lighting early 
in the morning, when most workers are 
compelled to rise. 


all agricultural 


Petrol Restrictions in Ceylon 

A scheme is under consideration in 
Ceylon for a further reduction in the number 
of private motorcars receiving the basic 
petrol ration. Under this scheme, essential 
services are to be considered as_ those 
necessary for the prosecution of the war 
or the maintenance of the life of the com- 
munity ; and cars not falling within these 
categories will be immobilised. It is pos- 
sible also that cars, the use of which is 
considered uneconomical from the point of 
view of petrol consumption, may be immo- 
bilised. The owners of immobilised cars 
will be allowed to sell them for the provision 
of spare parts; resale of the latter will be 
under Government control. 

Canadian Air Line War Activities 

In addition to maintaining their regular 
commercial operations, which, of course, 
are of considerable value to the war effort, 
the two great railway-associated Canadian 
air line companies have undertaken sub- 
stantial work directly for the Government. 
Trans-Canada Air Lines is operating for 
the Department of Munitions & Supply a 
new engine and propeller overhaul plant 
adjacent to the company’s main shop at 
Winnipeg. The plant is working on the 
overhaul of military aircraft, engines, pro- 
pellers, and accessories, and production will 
be placed on a three-shift instead of its 
present two-shift basis as additional per- 
sonnel is trained. The instrument shop at 
Winnipeg is working 24 hours a day on the 
overhaul and repair of instruments for 
military aircraft. A considerable volume 
of work was undertaken at Winnipeg during 
1942 for other war plants, and the facilities 
of the company at various airports across 
Canada were used extensively for servicing 
military aircraft. The co-operation of 
Trans-Canada Air Lines with the British 
Overseas Airways Corporation in the North 
Atlantic transport operation was consider- 
ably extended during last year. At Mon- 
treal airport the maintenance and overhaul 
work on these overseas air transports is 
performed by Trans-Canada, and upwards 
of 200 of the company’s skilled mechanics 
are continuously employed on this work. 
Three flight crews, each consisting of a 
captain, first officer, flight engineer, radio 
operator, and navigator, were assigned to 
supplement the flight crews of British 
Overseas Airways Corporation ; the navi- 


gators were seconded from the R.C.A.F. 
for duty with the company. Supervisory 


personnel of the company also participated 
in this trans-oceanic operation. Radio 
coverage, dispatch, and station service were 
furnished for the operations of the R.C.A.F. 
Communications Squadron. 
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An important task being performed by 
Canadian Pacific Air Lines in connection 
with the British Commonwealth Air Train- 
ing Plan is the management, under contract 
to the Department of Munitions & Supply. 
of five repair plants for the overhaul and 
repair of aircraft and engines used in air 
training schools and on R.C.A.F. operations. 
These plants are at Vancouver, Moose Jaw, 
Winnipeg (two), and Cap de la Madeleine. 
and employ some 2,200 civilian workers 
At present, about 25 per cent. are female 


employees, and this percentage is con- 
stantly increasing as the man-power situa- 
tion becomes more acute. During 1942 
these operations of the company were 


expanded to cover new plants at Vancouver, 
Moose Jaw, Winnipeg, and Cap de la 
Madeleine. The construction of the new 
buildings, which are modern well-designed 
plants, was undertaken by the Department 
of Munitions and Supply, and the result 
has been of considerable importance in 
facilitating the constantly increasing output 
of the repair work of the company. In 
some plants production has been retarded 


by lack of available spare parts, but, by 
the manufacture of new parts and the 
repair of salvaged parts, the aircraft have 
been repaired and ready to leave on 


schedule. It is recorded that in all plants 
there is excellent co-operation between the 
management and the R.C.A.F., and the 
activities have been reasonably free from 
labour difficulties, in large measure by 
reason of the existence of shop committees 
to maintain good relations between the 
management and labour. 


Standard Time in Canada 

On May 1 New Brunswick retarded its 
standard time back to Eastern Standard 
Time, which is two hours behind Atlanti 
Daylight Time, which the Maritime Pro- 
vinces are now using. However, the cities 
and some of the towns in New Brunswick 
are retaining daylight saving. 


C.N.R. Wartime Livery 

A wartime departure in the colour scheme 
of box cars on the Canadian National Rail- 
ways was seen in Montreal on March 6, 
when the first unit of an order for 1,100 
all-steel 40-ton box cars appeared decorated 
with a maple leaf in white and the slogan 
“Serves All Canada.’ The conventional 
C.N.R. red has been extended to the 
bogies, wheels, and underframe. 


Second C.P.R. Hospital Unit 

The second railway car to be built by 
the Canadian Pacific Railway to the 
specifications of the Royal Canadian Army 
Medical Corps for use as a travelling 
hospital unit was turned over at the 
Windsor Station, Montreal, on March 31 
The exterior is painted the familiar Tuscan 
red of the C.P.R. cars. This hospital on 
wheels is a conversion of the Mount 
Kitchener, a compartment-observation 
sleeper, effected at the Angus Shops in 
Montreal. The vehicle, which is 76 ft 
long and 9 ft. wide, contains toilet and 
wash rooms, a ward with 14 double-deck 
steel beds to accommodate 28 casualties, 
a receiving vestibule with doors wide 
enough to allow the entry of stretchers, a 
dispensary, and special locker space for 
medical supplies. As a ‘“‘ Mount”’ car in 
passenger service it had a vestibule, four 
compartments, a buffet and reading room, 
observation room, and observation plat- 
form. The outside now carries the Geneva 
Red Cross and the initials of the Royal 
Canadian Army Medical Corps at each end 
and on both sides. The steel sheathing 
remains the same, with alterations only 
where the windows were changed to meet 
special needs. The first C.P.R. car has 
been in service since February, 1941. 
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The Dibru-Sadiya Railway 


The 112-mile | metre-gauge Dibru- 
Sadiya Railway is at present assuming a 
military importance undreamt of before 
war. It is the property of the Assam 
Railways & Trading Co. Ltd., the 62nd 
linary general meeting of which was 
id in London on April 21 as reported 
m page 444 in our issue of April 30. On 
April 1, 1942, the Government of India 
took over control of this railway, and it 


is now being worked as a part of the 
Bengal & Assam Railway. The reason 
for this is not far to seek, as a glance 


at a map of Assam shows it to be the 


nearest railway to the Assam-Burma 
frontier, a very active theatre of the war 
during the past year. 


his little system consists of three main 
utes of roughly equal length running 
starwise from Tinsukia, the north-eastern 
terminus of the metre-gauge section of 
the Bengal & Assam Railway. One 


inch runs westwards to Dibrugarh, the 

















Sketch map showing the three main routes of 
the Dibru-Sadiya Railway 


10st important town in northern Assam, 


tuated on the left or east bank of the 
Brahmaputra River. A second branch 
uns northwards to  Saikhoa Ghat 


Sadiya), the Indian terminus of the new 
Indo-China road to Chengtu and Chung- 
ing, by which it is hoped to replace the 


Burma-China road as a line of com- 
munications to the Chinese capital. The 
third branch runs south-eastwards from 


linsukia to the Margherita coalfield and 


Ledo, whence the Hukawng Valley route 
4 the Indo-Burma Railway was sur- 
eyed, Ledo being only about 20 miles 


s the crow flies from the Burma frontier. 
Before the war the Dibru-Sadiya Rail- 
vay owned 32 locomotives, 71 carriages, 
1,275 wagons, and 2 railcars, besides 11 
niscellaneous vehicles, and for its size 
always been an up-to-date line in 
nany respects. For instance, it was one 
f the first metre-gauge Indian railways 
o order the then new standard 4-8-0 
of locomotive at the beginning of 
century. These were some of the 
powerful metre-gauge engines of 
day. It obvious that, to main- 
through communications with both 
Burma frontier and the new China 


nas 


this 
nost 
their 


is 


ne 


road, it was of great importance for this 


mall system to be worked as an integral 
mart of the Bengal & Assam trunk route 
from Calcutta and India generally, of 
which its branches are extensions. 

In normal times the D.-S.R. carries 
tea and timber as well as coal, and, in 
fact, owns the Namdang Tea Company. 
Namdang is served by a short branch 
line from Margherita. The A-R. & T. 
from the mines at the latter 
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place is also at present under Govern- 
ment control, so that the great bulk of 
the traffic over the railway, namely mili- 
tary and mineral, is handled for the 
Government by a State Railway adminis- 
tration. It is significant that the operat- 
ing ratio has fallen from 61 to under 52 


per cent. during the past year, under 
Government auspices, earnings having 
increased and working expenses. de- 


creased 

In addition to acting as an extension 
of the B. & A. Railway, the D.-S.R., by 
virtue of its Dibrugarh section, carries 
heavy freight shipped by steamer from 
Calcutta via the Sandarbans—a network 
of creeks forming the mouths of the 
Ganges and Brahmaputra—and via the 
latter river to Dibrugarh. From northern 
India there is a through metre-gauge 
route all the way from Cawnpore and 
Lucknow, via Katihar, the Amingaon 
Pandu wagon ferry across the Brahama 
putra near Gauhati, and Lumding t 
linsukia. 








German Minor Railways 


Financial reports which have recently 
reached this country in respect of quite 
a number of company-owned minor rail- 
ways in Germany indicate increased re- 
ceipts in respect of the years 1941 and 
1942. Figures of the financial details are 


of very small interest to our readers, or 


indeed to anyone excepting the share- 
holders, in view of the paucity of operat- 
ing information. These reports, however, 


do indieate that there are still many 
small privately-owned railways in Ger- 
many, despite the acquisition within 


recent years of many of the more impor- 


tant undertakings by the Reichsbahn, 
and the following notes indicate the 
spheres of operation of the companies 
whose reports we have received. 
Kahlgrund-Eisenbahn A.G., of Scholl- 
krippen.—This company owns and 
operates the 14-mile branch line from 
Kahl (on the Frankfort-on-Main to 
Aschaffenburg main line), to Schdll- 
krippen. 

Kleinbahn A.G. Wallwitz-Wettin, of 
Merseburg.—This company owns and 
operates the, line from Wallwitz (Saal- 


kreis) West to Wettin (Saale), a distance 


of 54 miles. Wallwitz is on the Halle 
(Saale) to Hanover main line, 9 miles to 
the west of Halle. 

Kleinbahn A.G. Gardelegen-Haldens- 


leben-Weferlingen.—The capital of this 
company is owned mainly by Prussia 
Province and by the Provincial Federa- 
tion of Saxony. The name of the com- 
pany was changed recently to GHW- 
Eisenbahn A.G The company, with 


headquarters at Haldensleben, owns and 
operates lines between the Magdeburg- 

Brunswick main line and the Mittelland 
Canal, follow: Haldensleben Siid to 
Gardelegen West (23} miles); Haldens- 
leben Siid to Weferlingen West (20 
miles); and MHaldensleben Markt’ to 
Alvensleben Dorf (5 miles). 

Thiiringische Eisenbahn 
Weimar.—This company 
operates a system totalling 
miles. 

Kleinbahn A.G. Schildau-Mockrehna, 
of Merseburg.—This company owns and 
operates the 64-mile line between Klein 
Mockrehna Siid and Schildau (Kreis 
Torgau). Mockrehna is on the Leipzig— 
Cottbus main line, 24 miles north-east of 
Leipzig. 


as 
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Kleinbahn A.G._ Erfurt-Nottleben.— 
The name of this company was changed 
recently to the Eisenbahn A.G. Erfurt- 
Nottleben. The company owns and 
operates the 9-mile line between Erfurt 
West and Nottleben. 

Halberstadt-Blankenburger Eisenbahn- 
Gesellschaft.—About half of the share 
capital of this company is owned by the 
Allgemeine Lokalbahn-und  Kraftwerke 
A.G., of Berlin. The company owns and 


operates the following lines: Halber- 
stadt—Langenstein—Blankenburg Tanne 
(303 miles); Langenstein—Derenburg (33 
miles); and Blankenburg (Harz)—Thale 
Bodethal—Quedlinburg (14 miles). Hal- 
berstadt is 56 miles to the west of Halle 
on the Halle (Saale) to Hanover main 
line. 

Freien Grunder Eisenbahn A.G., of 
Frankfort-on-Main.—This company _ be- 


longs to the railway group controlled by 

the A.G. fiir Verkehrswesen. 

Deutsche Eisenbahn-Gesellschaft A.G., 
Frank fort-on-Main.—This is a_sub- 

of the A.G. fiir Verkehrswesen, 
owns almost the whole share 


of 
sidiary 
which 

capital 


Moselbahn A.G., of Triery.—This com- 
pany, which is a_ subsidiary of the 
Deutsche Eisenbahn-Gesellschaft, owns 


and operates the 63}-mile Trier—Bullay 
River 


line, that follows the course of the 
Mosel. 
Vereinigte Kleinbahnen AG:, of 


Frank fort-on-Main.—This company, which 
linked administratively with the 
Deutsche Ejisenbahn Gesellschaft, has 
operating agreements with the Moselbahn 
A.G., and with the Deutsche Eisenbahn- 
Betriebs G.m.b.H., of Berlin. 

Other companies of which reports have 
been made recently are the Nassauische 


1S 


Kleinbahn A.G., of Berlin; the Gesell- 
schaft fiir Strassenbahnen im _ Saartal 
\.G., of Saarbriicken and the Bahngesell- 


schaft Waldof, of Mannheim. 








Questions in Parliament 


Road Accidents 

Mr. H. Graham White (Birkenhead East 

Lib.) on May 13 asked the Parliamentary 
Secretary to the Ministry of War Transport 
what further steps he contemplated with a 
view to abating the number of accidents on 
the roads. 

Mr. Noel-Baker in a written answer 
stated : As I have said in answer to previous 
questions, war conditions greatly limit the 
measures which can be taken to reduce the 
number of road accidents. My Ministry, 
however, has worked and is working closely 
with the Royal Society for the Prevention 
of Accidents in the organisation of propa- 
vanda work and of education in the schools. 
I hope that these efforts will succeed in 
arousing public opinion to the serious social 
problem which road accidents involve. 


Easter Holiday Railway Traffic 


Commander Stephen King-Hall (Orms- 
kirk—Ind.) on May 18 asked the Parlia- 
mentary Secretary to the Ministry of War 
Transport what were the number of seats 
available in the through trains which left 
Euston, Kings Cross, Paddington, and 
Waterloo on Friday, April 23, Saturday, 
Sunday, and Easter Monday, respectively ; 
and how many passengers travelled by 
these trains. 

Mr. P. J. Noel-Baker (Joint Parliamen- 
tary Secretary to the Ministry of War 
Transport) stated in a written answer : 
The number of through trains leaving each 
of the London termini referred to on each 
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of the days in question, together with the 
total number of seats provided on those 
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Third Party Insurance 


Mr. Edgar Granville (Eye—Ind.) on 


trains, was as follows May 18 asked the Parliamentary Secretary 
April 23 April 24 April 25 April 26 
Station j : | = | a7 
Trains Seats Trains Seats Trains | Seats Trains Seats 
Paddington 38 «=6| = «(24,459 41 27,020 | 19 12,194 42 27,796 
Euston 32 19,569 24 14,760 16 9,691 | 32 19,696 
Kings Cross ne . 21 10,367 17 10,415 | 10 4,240 18 9,492 
Waterloo ; 21 13,800 19 13,250 8 5,300 | 20 | 13,000 
112 68,195 | 101 65,445 | 53 31,425 | 112 69,984 
{ 
It has not been possible to ascertain the to the Ministry of War Transport if he 
number of passengers travelling by each of would consider introducing legislation to 


these trains. This would involve an 
investigation at every point at which each 
train stopped. Most of them left London 
full and with passengers standing in both 
though a few had seats available 
More passengers joined these trains at inter- 


classes, 


mediate stops, and they became very 
crowded Passenger traffic was generally 
normal on Easter Sunday, though a few 
trains were heavily loaded 
Colonial Railways Employees 

Major A. M. Lyons (Leicester East—C.) 
on May 12 asked the Sec retary of State 


for the Colonies, what steps he proposed to 
take to improve the urban housing con- 
ditions of non-Europeans in our Colonies, 
especially in the areas of ports and muni- 
cipalities, and on a basis both of economic 
and sub-economic rental; whether he 
would insist on all Governments and rail- 
ways preparing plans for improved housing 
of their non-European employees 
hostilities cease ; and whether he had yet 
acquainted himself with the success of the 


once 


work in these directions by the Central 
Housing Board in the Union of South 
Africa, notably at Port Elizabeth 


Colonel Oliver Stanley (Secretary of State 
for the Colonies) Measures for the im 
provement of housing conditions are being 
taken in a considerable number of Colonial 
territories, but their progress has been 
retarded by difficulties in obtaining per- 
sonnel and material under war conditions, 
and prior claims of construction. I propose 
shortly to invite the attention of certain 
Colonial Governments to the need to pro- 
ceed now with any planning which is an 
essential preliminary to the taking of early 
action when hostilities cease. Experiments 
with local materials are being carried out 


in several colonies, and Major Lyons can 


rest assured that experience gained in 
South Africa and elsewhere will not be 


overlooked in considering 
in the Colonial Empire. 


parallel problems 


Dominion Railway Native Workers 
Major A. M. Lyons (Leicester East—C.) 
on May 13 asked the Secretary of State for 
Dominion Affairs whether he was satisfied 
that Government and Railway non-Euro- 
pean employees in Swaziland, Basutoland 
and the Bechuanaland Protectorate, re 
spectively, were suitably housed in accord- 


ance with modern standards; and, if not, 
whether he would arrange for that to be 
done 

Mr. P. V. Emrys-Evans (Under Secretary 


of State for Dominion Affairs) stated in a 
written answer: I am consulting the High 
Commissioner for these territories on the 
point raised and will communicate with 
Major Lyons on receipt of the High Com- 
missioner’s reply I may mention that 
there are no railways in Swaziland and 
only one mile in Basutoland. In Swaziland 
a start has recently been made on a scheme 
for the provision of more quarters for the 
native employees of the Government 


place third party insurance upon the vehicle 
involved in an accident, irrespective of 
whoever the driver might be and the cir- 
cumstances in which he was driving, for 
the creation of a pooled fund from the 
insurance companies for where no 
policy existed or where the driver was 
untraced and for entitling representatives 
of those killed to compensation up to a 
limited amount without having to give 
proof of negligence or fault 

Mr. J. P. Noel-Baker in a written answer 
stated : When war broke out legislation was 
being prepared to implement the report of 
the Committee on Compulsory Insurance. 
\s regards the first and second parts of the 
question, the proposals of the committee, 
if adopted, would ensure that an injured 
third party should not his claim to 
compensation by reason of a breach of the 
permitted conditions in an insurance policy 


cases 


lose 
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Capital 
Authorised 
Created 
Issued (including nominal additions or reductions) 
Receipts and expenditure on capital account 
Receipts to December 31, 1941 ; - 


Expenditure to December 31, 194), 


Revenue receipts and expenditure (railways “and ancillary 


businesses) 
Gross receipts 
Expenditure ... 


Net receipts 
Total net income 


Appropriation from "amount received “under ‘Irish Railways | 


(Settlement of Claims) Act, 1921, Reserves, etc. 

Mileage (Operating) 

First track 

Total track (including sidings) 
Rolling stock 

Locomotives 

Coaching vehicles 

Rail motor cars 

Electric 

Freight vehicles 

Service vehicles 
Train mileage 

Revenue, coaching . 

Revenue, freight 

Shunting 

Total engine miles 
Number of passengers 

First class 

Second class 

Third class 

Workmen (single journeys) 


Total (exclusive of season tickets) 


Season tickets (equivalent annual tickets) 
First class we sais oe end 
Second class 
Third class 


Total 


Freight traffic tonnage 
General merchandise 
Coal, coke and patent fuel 
Other minerals oo 
Total (excluding livestock tonnage) 
Livestock sae o os 
Head of livestock | 
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relating to the driving or use of a vehicle 
It was recommended by the committee that 
such claims, and those where no insurance 
exists, should be met by a central fund 
As regards injury by a vehicle which cannot 
be traced, however, the committee pointed 
out that in such a case it is impossible to 
establish a case against anyone, and con- 
sidered that the grant of a right of claim 
against the central fund would lead to 
abuses which would render such a course 
unsuitable. I am afraid that it is not 
practicable to proceed with the legislation 
at the present time, but the question of 
legislating when circumstances permit, is 
kept constantly in mind. As regards the 
third part of the question I should hesitate 
to accept the principle that an owner or 
driver should be made liable where there is 
nothing to show that the driver has been 
negligent 


Official 1941 Railway 


. id 7 
Statistics for Eire 
As a neutral in the present war, Eire 
is continuing to publish —— railway 
statistics in respect of the Great Souther: 








Railways, and other railways which are 
partly in Eire. The latest to be issued 
are those for the calendar year 1941, 


which are shown in the accompanying 


table. As compared with the year 1940, 
there are substantial increases in net re- 
ceipts Mileage remains virtually 


unchanged, excepting for a_ reduction 

from 225 to 213 with ‘‘ Other Railways 
The figures for 1940 appeared in The 

Railway Gazette of J une 26, 1942, at p- 707 


1941 
Railways partly ia 
Great : tire 
Southern Great | 
Railways (a) Northern | — 
ailways 
i ee 
4 a Gees £ 
13,895,001 9,755,703 1,683,932 
13,069,631 9,755,703 1,541,754 
12,984,412 9,260,970 1,440,518 
14,793,090 | 9,400,948 | 2,603,690 
31,453,244 9,894,429 |} 2,588,312 
| } 
5,172,020 | 2,443,084 | 232,847 
4,643,563 | 1,801,441 216,740 
528,457 641,643 16,107 
567,586 680,393 23,585 
252,971 | 
1,923 | 543 213 
2,491 | 825 234 
500 | 190 38 
1,400 | 563 103 
. | Te | 17 
8 | 10 (b) | 
11,830 | 5,480 | 790 
1,068 | 497 34 
| 4,143,613 3,435,342 491,430 
3,421,508 | 1,088,141 195,265 
1,902,494 | 1,089,567 | 106,748 
| 9,962,687 | 5,970,716 785,730 
| 453,382 | 143,087 | 1,61! 
| 199,237 | 854 
| 5,627,126 | 7,678,207 | 610,438 
| 994,688 = | 5,612 
j " re | 
| 6,080,508 | 9,015,309 618,515 
| } . ° 
| | 
869 144 | | 
1,269 | 
5,395 | 9,489 | 192 
| o | - - | 
6,264 | 10,902 | 193 
ae 
1,664,582 1,062,932. | 172,215 
420,246 | 214,671 17,32! 
710,619 | 181,058 | 33,174 
2,795,447 | 1,458,661 | 222,710 
299,440 144,196 | = 
1,311,849 596,637 | —_55,414 








(a) Including Irish portion of Fishguard & Rosslare ates. & Harbours Company’ s undertaking for the 
working of which the Great Southern Railways Company is responsible 


(b) Howth Tramway vehicles 
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Longest Regular S.R. 


Passenger Train 


As was recorded in our issue of May 7, 
on page 471, from May 4 one 16-coach 


SOUTHERN RAILWAY, WATERLOO TO EXETER CENTRAL 


train has replaced, on the 10.50 a.m 
B >oked times 

Arr Dep. 
Waterloo - = 10.50 
Clapham Junction ; 10.57 
Hampton Court Junc 11. 8 
Woking 11.21 11.23 
Worting Box . pe 11.54 
Andover Junction sa 12.13 
Salisbury : mo 12.33 12.38 
Templecombe ... : 1.12 
Yeovil Junction 1.25 
Sidmouth Junction 2.9 2.12 
Exeter Central... 2.28 


Run A—-Locomotive 21C9 to Salisbury ; 
Run B--Locomotive 21C9 to Salisbury ; 
Salisbury ; 446 tons to Exeter 
* Transfer from Windsor Lines to through road. 
+ Check at Walton 





§ RunA 
post and Porton 
Run A-—p.w. slack at Broad Clyst 


‘rvice from Waterloo, the two trains to 
\lfracombe and Plymouth. The running of 
this train was the subject of an editorial 
note in our issue of May 14 (page 474), 
when it was explained that it is planned to 
un the train on Tuesdays, Wednesdays, 
ind Thursdays Because of its length, 
which is about 1,000 ft., it extends well 
beyond the limits of most station plat- 
forms, and at Waterloo the train blocks 
other routes ; also passengers boarding the 
train have to pass down the corridors of 
the front coaches to their seats, and for 
this and similar reasons it is doubtful 
vhether the train will become a permanent 
feature of the Southern Railway time-table 
in peacetime It is possible, of course, 
that the extra power made available by 
the use of the new “ Merchant Navy’ 
locomotives will enable some speed up of 
services to be effected 

Longer and heavier trains have been 
worked out of Waterloo, although not in 


regular services. On December 2, 1942, 
the 12.50 p.m. express to the West of 


England left that station with ‘‘ Merchant 
Navy’ locomotive, No. 21C10, hauling a 
test load of 20 coaches, weighing some 675 
tons gross. The ‘“ Merchant Navy ”’ loco- 
motives are used for hauling the 10.50 a.m 
West of England service supplied by the 
new train which is made up of 16 coaches 





21C7 thence to Exeter ; load 291 tons tare. 
21C6 thence to Exeter ; 
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and weighs rather more than 500 tons 
The operation of trains of this length has, 
in fact, been made possible by the addi- 
tional power provided by this class of 
locomotive. The purpose of the innova- 
tion is to save fuel, engine power, and man- 
power, and these reasons have justified the 


Run A Run B 
Arr Dep. Arr. Dep 
10.50* 10.50* 
10.57 10.584 
1. 7it 11. 94 
14.21 11.23 11.21 11.234¢ 
11.52 11.554 
12. 7§ 12.11t 
12.28 12.37 12.35 12.41 
1.15 
1.20 1.25 
2.3 2.11 2.8 2.12 
2.31 2.28 


load of combined train 512 tons to 


t Heavy traffic picked up. 
52 m.p.h. up in | in 165 to Grateley ; Run B—44 m.p.h. at Grateley, with p.w. slacks at Red- 
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inconvenience arising from the use of a 
train of these dimensions. The 10.50 a.m. 
West of England service now supersedes 
the 10.59 a.m. train which previously 
consisted of portions for Padstow, Bude, 
Plymouth, and Sidmouth, and also incor- 
porates the portions for Ilfracombe and 
Torrington. The 16 coaches of the present 
train are made up as follows :—5 coaches 
to Ilfracombe, 1 for Torrington, 3 for 
Plymouth, 3 for Padstow, | for Bude, 1 for 
Exeter Central, and 2 for Salisbury, but the 
composition may be varied in accordance 
with requirements as they arise. A restau- 
rant car is included between Waterloo and 
Exeter Central. The locomotive workings 
are divided at Salisbury, and the combined 
trains therefore effect an economy of two 
locomotives in each direction, and four 
enginemen. Moreover, train paths are 
made available for war traffic, and a con- 
siderable total economy of fuel is effected. 
Details of two runs made available by the 
Southern Railway, one before the new 
arrangements were effected, and the other 
after, show the results in the accompany- 
ing table, and also the booked times of the 
10.50 a.m. service. 








Salvage and Recovery Drive 
for London 


Five million volumes is the target of 
books to be recovered from the homes and 
offices of Londoners during the fortnight, 
June 5 to 19. All Metropolitan boroughs 
have arranged themselves into two groups 

East and West. The drive, sponsored by 
the Ministry of Supply and supported by 
the Waste Paper Recovery Association, 
will not be for books only. All the bones, 
kitchen waste, rubber, rags, and scrap 
metal are wanted. 

The focal point of the campaign will be 
Trafalgar Square, which will be transformed 
into a panorama, ‘‘ London Goes to Sea.”’ 
It will depict an Arctic convoy, a Mediter- 
ranean port, and a bridge of a battle cruiser. 
There will be demonstrations of various 
defence weapons which have not yet been 
shown to the public. Marine bands will 
play daily and at noon prominent speakers 
will address the public for a few minutes 
on the vital need of saving shipping by the 
recovery of all unwanted books, paper, 
rubber, and so on 

In Westminster, at Charing Cross Under- 
ground Station, an exhibition called ‘‘ Pri- 
vate Scrap Builds a Bomber ’’ was opened 
on May 18 and will continue until the end 


Other local authorities are 
arranging similar exhibitions, receiving 
depots, and reminders. In some boroughs 
the rates demand note is to be overprinted 
with slogans; in others, local cinemas and 
theatres are being made available for the 
reception of books, and some cinemas are 
giving special showings of their programmes 
to which admittance will be gained only by 
the presentation of books. 


of the drive 








Repairing Broken Drills in 
L.M.S.R. Workshops 


Anything that done to save 
small tools or high-speed tool -steel is 
of value to the war effort, An example 
of how this is achieved in the L.M.S.R. 
workshops is the method which has been 
adopted for repairing broken twist drills. 

The drills are welded by means of the 
Metropolitan - Vickers atomic - hydrogen 
arc, with a special jig to hold the broken 
parts in alignment during welding. Extra 
large size drills, which need to be dealt 
with only occasionally, are held in align- 
ment by ‘‘V’’ blocks. The apparatus 
used for the smaller drills consists of a bed- 
plate carrying two headstocks, one of which 
is fixed and the other movable. Each head- 
stock carries a self-centring collet chuck. 


can be 


A “* Merchant Navy” class locomotive at the head of a passenger train leaving Waterloo Station, Southern Railway 
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Notes and News 


The French Northern Railway.— The 
Chemin de Fer du Nord is paying a dividend 
of 174 per cent. for 1942, the same as for 
1941, on its share capital of fr. 210,000,000. 


Railway Accident in India.—KReuters 
states that a goods train entering Jaleswar 
Station, Bengal-Nagpur Railway, on May 
18, collided with a stationary passenger 
train, the two rear coaches of which were 
telescoped. It is stated that fourteen 
persons were killed, and thirty-four injured. 


U.S.A. Goods Rate Increases Sus- 
pended.—tThe Interstate Commerce Com- 
mission has suspended, for the period 
May 15 to December 31, the authority 
which it granted on March 18, 1942, to the 
United States railways to increase their 
goods rates by 6 per cent. in respect of 
most commodities, and by 3 per cent. in 
respect of the remainder 


Stewarts and Lloyds Limited. 
Mr. A. C. Macdiarmid, the Chairman, 
presiding at the 53rd ordinary general 
meeting on May 18, said that the 
accounts showed that the company’s 
affairs were in a sound’ condition. 
During 1942 the company took over the 


assets and liabilities of a. subsidiary com- 


pany, the Newport & South Wales Tube 
Co. Ltd. The directors again wished to 
express their appreciation of the services 


rendered by the whole body of staff and 
employees of the company under difficult 
and trying conditions. 


A. C. Wickman Limited.—At an 
extraordinary general meeting to be held 
on May 31, resolutions will be submitted 
that the company increase its capital to 
£925,000 by the creation of 250,000 /1 
participating and redeemable preference 
shares, and that the articles be amended 
The new preference shares are to be entitled, 
next after the existing preference shares, to 
a cumulative dividend of 6 per cent. and, 
after payment of 6 per cent. on the ordinary 
shares, to a further dividend not exceeding 
2 per cent. and will rank in priority for 
capital over the ordinary shares together 
with a premium equal to one-tenth of the 
capital paid up thereon and arrears of the 
cumulative dividend without further partici- 
pation. The company will have the right 
at any time after December 31 , 1948, and 
before June 30, 1983, to redeem all or any 
of the preference shares at 24s. a share, by 
means of a fresh issue of shares made for 
such purposes on giving not less than three 
months’ notice 


British Oxygen Co. Ltd.—Mr. S. ]. L. 
Hardie, the Chairman, presiding at the 
57th annual general meeting, referred to 
the company’s expansion and development 
scheme which was inaugurated approxim- 
ately 10 years ago. The company operated 
numerous works for the manufacture of 
oxygen, acetylene, and other gases, and 
engineering, electrode, and other allied 
products in this country. Its Australian 
company, since it was regrouped in 1935, 
had spent large sums on developments on 
lines similar to the parent company, and a 
similar policy had been pursued by the 
\frican company, in which a controlling 
interest had been acquired in 1934, and by 
the Indian company, in which a controlling 
interest had been acquired in 1935. This 
long-development outlook both at home and 
overseas, had proved of inestimable value 
during these war years. The company’s 
products were finding new uses, day by day, 
in the industrial, chemical, and medical 
fields, and the research and _ technical 
developments at the works kept abreast of 
the latest developments. The year just 
closed was a, record trading year at home 
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and in all the overseas companies, and the 
current year showed still further expansion. 
There was still a large programme of 
extensions and developments to complete. 
In this company they were not employee 
and employer, but one team working 
together for the success of the organisation. 


La Plata Electric Tramways Co. Ltd. 


A winding up Order relating to this 
company, the registered office of which is 
River Plate House, South Place, E.C.2 


has been made, dated May 10, 1943. 


Suspension of Sunday Services in 


Ceylon.—Sunday train services on the 
Ceylon Government Railway have been 
suspended as from January 24 last. The 
only exceptions are those trains which 
commence their journeys on Saturday 
nights, and one train each way between 
Colombo and India via the Talaimannar- 


Dhanushkodi ferry 


Argentine Maize Crop.—The Argentine 
Ministry of Agriculture, in a report issued 
on May 18, estimates the maize crop of the 
country for the 1942-43 season at 8,924,000 
quarters, compared with 8,740,000 quarters 
estimated on April 6 last, and with the 
total amount harvested in the 1941-42 
season of 41,551,000 quarters. 

Beira Alta Railway.—The first foreign- 
owned public-utility undertaking in Portu- 
gal to be brought under absolute Portuguese 
control, under the Law “ relating to the 
nationalisation of sundry undertakings ’ 
which was passed recently our issue 
of March 19, page 322), is the Beira Alta 
Railway Company, which had a capital 
of fr. (French) 10,000,000; the latter is 
being turned into escudos, and French 
shareholders no longer will have the right 
to appoint members of the administrative 
council. 


(see 


London Transport Carriage Dia- 
grams.—In various ways the London 
Passenger Transport Board is endeavouring 
to make it easier for visitors to the Metro- 

polis to get about on 


INNER CIRCLE the Underground 
HIGH STREET  NOTTING railway system. One 
KENSINGTON HILL GATE of these is by the 
introduction of sim- 

plified station and 

route diagrams for 

carriages, and _ the 

cui one which was 

* adopted recently for 
KENSINGTON . Inner Circle stock 
PADDINGTON (C)) is reproduced. The 


ae original is in colour, 
EDGWARE indicating exchange 
; stations with two or 
VICTORIA cael . I 
Baker more circles in the 
STREET distinctive colours of 
ST JAMES : . 
PARK the other lines with 


which exchange may 
be effected. 


GT PORTLAND 
STREET 


WESTMINSTER 


EUSTON (( Shields Tunnel 

SQUARE ‘2 
Scheme.— A_ joint 
meeting of the Tyne- 
ST PANCRAS Nag mouth and _ South 
TEMPLE Shields Town Coun- 
FARRINGDON cils has decided to 
\BLACKFRIARS ask the Ministry of 
War Transport to 


ALDERSGATE ; 
ciiniasies receive a deputation 
HOUSE to discuss the con- 

MOORGATE struction of a road 
tunnel under the 
River Tyne between 
North and _ South 
Shields. The im- 
provement of cross- 


river facilities at 

. this point has been 

Ma a eee under consideration 
New station diagram for for many years, and 
Inner Circle stock suggestions have 
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been made respectively for a bridge, a road 
tunnel, and a Kearney tube railway. It is 
reported that both the town councils have 
now decided in favour of a road tunne 


Algoma Central Terminals Deben- 
ture Stock.—Tenders have been invited by 
the Algoma Central & Hudson Bay Rail vay 
Company for the purchase of a portion of 
the outstanding debenture stock of Algoma 
Central Terminals Limited. The present 
quotation of these securities, which includes 
all accrued interest, is £118 to £122 per 
cent. Tenders were to have been delivered 








British and Irish Railway 
Stocks and Shares 








Prices 
Stocks a3 $$ | - a 
o> = ay 
= 5 21, | Rise/ 
1943 | F 
G.W.R. 
Cons. Ord. ... ~~ ae. 83 ; 
5°% Con. Pref. "| G15 | 10S | 1144 | 
5°, Red. Pref. (1950) | 1094 | 103g | 108 
5°, Re. Charge na 1334 | 1234 129 — 24 
5°, Cons. Guar. 1303 1214 reo ; 
i ek We 108 1124 2 
ay /o Deb | 20! 7 
44°% Deb 125 113 204 2 
4; Deb. 137 127 135 
24 Deb.  ? 70 | 76 
L.M.S.R | | | 

rd. 284 16% | 323 |- 3 
4% Pref. (1923) | 634 504 63 : 
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482 Debs | i084 itt 1054 . 
4% | | - ¥§ 
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| 
L.N.E.R. 
5°, Pref. Ord. : 93 2% =| «+4103 - 4 
Def. Ord. . wa si 4% 

4 First. Pref. ao ae 494 63 - 
48. Secand Pref. | 324 | 18h | 344 | fl 
5°% Red. Pref. (1955) | Ss i 964 
4°. First Guar. i | 88 94 j- i 
4°, Second Guar. ...| 90 78 90 ; 
34D. .. ..| & 76 80} ' 
4%, Deb. ... _...| 1068 | 1004 | 104 
5° Red. Deb. (1947)| 106 | 103 1044 
44°, Sinking Fund | 106 | 102} 106} 

Red. Deb. | | 

SOUTHERN 
Pref.Ord. ... : 77 | 614 | 76 — 4; 
So Pref “e oy at | 14° | iat 2 

r | : - 24 
5°, Red. Pref. (1964) | 1108 | 105$ | 1124 
5 ? Guar. Pref. | FBI) HQ 128 I 
5° Red. Guar. Pref. 1154 1094 1144 

(1957 | } 
4% Deb, in a 1044 | 1084 |— 14 
5°, Deb. 134 1254 | 1314 |— 24 
4°, Red. Deb. (1962— | 1103 | 106 1094 
6 ) 
4°, Red. Deb. (1970-| 111 | 1064 | 1084 
80) 
FORTH BRIDGE | 
4% Deb. ... ...| 1097 | 108 108 ase 
4° Guar. 105¢ | 100 | 1043 
L.P.T.B. | 
ae ... 1224 | IN 118% j~- 2 
5% “A cos vee] IBLE | 122 1294 
3% Guar. (1967-72) | 958 | 97% | 100 
So oe, ied cae wont Uae | ths 1174 | 
¢ | S64 | 38 6l$ 
MERSEY | 
Ord. ... ae of eet ae 294 = 
3% Perp. Pref. vo) Ole | 564 él 
4°, Perp. Deb. 1022 | 992 | 104 
3°, Perp. Deb. = 804 76 = #6| #79 
IRELAND | 
BELFAST & C.D. | 
Ord. ... ail 9 S 9 
G. NORTHERN | 
hn we ok Oe OT oe I 
G. SOUTHERN | = - r | 
Ord. ... ons | 
Pref. je ae 123 | 13° j+ 4 
Guar. we a ae 353 | 9 i+ 1 
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to the Algoma Central & Hudson Bay 
Kailway Company by May 21. 

Buenos Ayres Western Railway 
Company.—tThe directors have issued a 
circular to the holders of the 4 per cent. 

id 5 per cent. debenture stocks and 
5 per cent. three year secured notes, 
asking for an extension of the moratorium 
for a further year to June 30, 1944. 


Eastern Bengal Railway Annuities. 
In accordance with the provisions of Act 
47 & 48 Vic. Cap. 204, it is notified that 
on March 31, 1943, a total sum of £997,182 
was invested for the purpose of providing 

sinking fund in respect of the annuities 
Class ** B.”’ 


Great Indian Peninsula Railway An- 
nuities.—It is notified that in accordance 
ith the provisions of the Great Indian 
Peninsula Railway Purchase Act, 1900, a 
total of £25,304,005 was, on May 1, 1943, 
invested for the purpose of providing a 
sinking fund in respect of the annuities 
*B.” 

Compagnia Italiana Turismo (C.I.T. 
England) Limited.—Dates of further 
neetings of creditors and contributories of 
this company were announced for May 26 
it Bankruptcy Buildings, Room 70, Carey 
Street, London, W.C.2. The Order for the 
winding-up of the company was dated 
May 12, 1941, and the first meeting of 
reditors was called for June 13, 1941. 

North British Locomotive Co. Ltd. 
The directors recommend a dividend on 
the ordinary shares of 3 per cent. for 1942. 
Chis is the first payment on the ordinary 
apital since 1929, when 24 per cent. was 
listributed. Out of the 1940 profits four 
vears’ arrears of preference dividends on 
the 5 per cent. cumulative preference stock 
vere paid, and the remaining 44 years’ 
rears were paid out of the profits for 1941. 

Aluminium Alloy Treatment.—The 
irst of a series of lectures organised by the 
Wrought Light Alloys Development Asso- 
iation was held at the Birmingham Central 
lechnical College on May 18, when Dr. E. G. 
West presented a paper on the production 
ind fabrication of wrought aluminium 
alloys. Dr. West explained that the 
strength of pure aluminium was low, ranging 
from 5 to 9 tons per sq.°in. Wrought 
iluminium alloys ranged in tensile strength 
to more than 30 tons per sq. in., and 
ilthough tensile properties were not the 
mly factors involved in the production and 
use of light alloys, it is a useful indication 
of the properties available. Aluminium 
alloys were divided into two main groups 
-the casting alloys and the wrought 
materials. 


Class 


Replanning Urban Roads.—-The Minis- 
ter of War Transport, with the concurrence 
of the Minister of Town & Country Planning, 
and the Secretary of State for Scotland, has 
appointed a committee with the following 
terms of reference :—‘‘ To consider the 
design and layout most appropriate to 
various types of roads in built-up areas, 
with due regard to safety, the free flow 
of road traffic, economy, and the require- 
ments of town planning, and to make 
recommendations.’ The members of the 
committee are :—Sir Frederick Cook (Chair- 
man), Major H. E. Aldington, (Ministry of 
War Transport, Deputy Chief Engineer), 
Mr. S. L. G. Beaufoy (Ministry of Town & 
Country Planning), Colonel W. S. Cameron 
City Engineer of Leeds), Mr. W. R. 
Davidge, Major C. V. Godfrey (Chief Con- 
stable of Salford), Mr. R. A. Kidd (County 
Surveyor of Nottinghamshire), Mr. W. A. 
Macartney (City Engineer of Edinburgh), 
Mr. A. J. McIntosh (Chief Constable of 
Dumbarton), Mr. H. J. B. Manzoni (City 
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Engineer of Birmingham), Mr. R. H. 
Matthew (Scottish Office), Mr. T. G. New- 
comen (Ministry of War Transport Engi- 
neer), Mr. R. S. F. Edwards, Barrister-at- 
Law, Ministry of War Transport (Secretary 
to the committee). 

Baedekers Limited.—A general meet- 
ing of the members of this company (now in 
voluntary liquidation) will be held at 22, 
Church Street, Birmingham 3, on Tuesday, 
June 8, to receive the account of the 
liquidator showing how the winding-up of 
the company has been conducted and its 
property disposed of, and to pass an extra- 
ordinary resolution as to the disposal of 
the books, accounts, and documents. 


By G.N.R. to Cambridge.—At a 
meeting of the Railway Club held on May 8, 
Canon Reginald B. Fellows read a paper 
entitled ‘‘ How the Great Northern Got to 
Cambridge.’’ In 1846, the year that the 
Great Northern Railway was incorporated, 
an independent company had a Bill in 
Parliament to construct a line from Cam- 
bridge to Oxford through Hitchin, Luton, 
and Aylesbury; the promoters had con- 
siderable support from both Universities, 
but the Bill was cut down in Parliament 
from the original proposal of 73 miles to a 
line between Hitchin and Royston, 13 miles 
in length. The Great Northern agreed to 
take a lease of this in the hope that Parlia- 
ment would eventually agree to an exten- 
sion from Royston to Cambridge. A Bill 
for such an extension was promoted 
unsuccessfully in 1847. Further applica- 
tions were made to Parliament in 1848, 
1850, and 1851, but all that came of them 
was permission to extend the line to 
Shepreth, to which point it was opened 
on August 1, 1851. Simultaneously the 
G.N.R. ran some four-horse buses between 
that station and Cambridge, with through 
bookings from Kings Cross, an unproficable 
enterprise which lasted less than a year. A 
final effort was made in-1864 by the Great 
Northern Railway to run to Cambridge, 
and a Bill was promoted for a line from 


Shepreth to join the London & North 
Western Bedford - Cambridge line near 
Lord’s Bridge, with running powers to 


Cambridge. While this was before Parlia- 
ment, the companies came to an agreement 
under which the Great Eastern agreed to 
double its line from Shepreth to the main 
line and to give the Great Northern full 
running powers and facilities for express 
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trains into Cambridge. The service from 
Kings Cross began on April 1, 1866, and 
the agreement worked satisfactorily. The 
best pre-grouping time was 1 hr. 15 min. 
(58 miles) up and down. All trains made at 
least one intermediate stop, namely, at 
Hitchin. 








Contracts and Tenders 


The following orders have been placed 
recently by the Egyptian State Railways :— 

Ericsson Telephones Limited : Operators’ 
head and breast telephones. 

John Baker & Bessemer Limited: Tyres. 

Taylor Bros. & Co. Ltd.: Axles. 

Bells Asbestos & Engineering 
Copper joints. 

Skefko Ball Bearing Co. Ltd.: Ball bearings. 

T.N./Stoves Depot: Rivets, washers, nuts, 
bolts, boiler tubes, superheater flames tubes. 

Ransome & Marles Bearing Co. Ltd.: Ball 
bearings. 

Tilley Lamp Company: Pump valve guides. 

Tomey & Sons Ltd.: Gauge glasses. 

Chance Bros. & Co. Ltd.: Glasses for signal 
spectacles, glass panes. 

North British Locomotive Co. Ltd.: Copper 
firebox tubeplates. 


Limited : 


Thos. Firth & John Brown Limited: Com- 
pounds and chemicals. 

G.W.B. Electric Furnaces Limited: Com- 
pounds and chemicals. 

Imperial Chemical Industries Limited : Com- 


pounds and chemicals. 
Carborundum Co. 
straight edge. 
British Iron & Steel Federation : 
S. & D. Rivet Company: Rivets. 
J. Jackson & Sons: Belt fasteners. 
British Tabulating Machine Co. Ltd. : 
lerith cards. 
British Insulated Cables 
wire and cables. 
S. Russell & Sons Ltd. : 


Ltd.: Grinding wheels, 


Steel. 


Hol- 
Limited : Copper 


Blades for circular 


saws. 
Power Flexible Tubing Co. Ltd.: Flexible 
tubes. 
Davies & Metcalfe Limited: Steam valve 
spindle. 


Richard Klinger Limited: Klinger water- 


gauge glasses. 


Sentinel Wagon Works (1936) Limited: 
Steam railcar spares. 

Vacuum Brake Co. Ltd.: Steam railcar 
spares. 

Head, Wrightson & Co. Ltd.: Standard 


screw couplings. 
Accles & Pollock Limited : 
Talbot-Stead Tube Co. Ltd. : 
Turret Grinding Wheel Co. Ltd. : 
wheels. 
English Steel Corporation Limited : Reamers. 


Steel tubes. 
Steel tubes. 
Grinding 


As recorded in our issue of January 8, 1943, page 47, the Moscow underground railway 
recently put into service a new section of line, four miles in length. The above illustration 
shows the first train at the Stalin Plant Station 
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Railway Stock Market 


active, the return on home railway prior 
charges generally will attract a good deal 


business, security values in most sections more attention. As regards junior stocks, 
have shown a moderately reactionary prices have recorded further moderate 
tendency. Markets were again governed declines on balance, but a_ better ten- 
by the prevailing disposition to await the dency appears to be developing at the 
next big war development, but at the time of writing, not only because of the 
time of writing, sentiment has been substantial yields but because so long as 
assisted by the good impression created the rental agreement is in force (possibly 
by the fact that the rather lower quota- for some while after the war) dividends 


tions ruling for a wide range of securities at 


around current rates can be considered 


have not resulted in any heavy selling. as virtually guaranteed by the Govern- 
Moreover, another market factor of im- ment. There is, of course, no other group 
portance has been the tendency for gilt- of equity securities which will be in this 
edged securities to rally on consideration position in the immediate post-war 
of the recent’ re-affirmation by the period. It is true that the reasonable 
Government of its cheap money policy hopes of railway stockholders have been 
So far home railway prior charges have disappointed on many occasions in the 
not participated in the better trend in past; this no doubt influences sentiment 
front rank investment stocks; but it is to a considerable extent, but is no reason 
being pointed out that yields now have _ for fears that they will be treated un- 
in attractive appearance when compared fairly by the authorities in post-war de- 
with securities of a similar status in other velopments. After a further rise, there 
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sections of the Stock Exchange. Great was a partial reaction in French railway tures were lowered to 108. In other dire¢ 
Western 5 per cent. preference, for ex bonds, and in other directions, the recent tions, London Transport ’ was 613 
ample, now yields 43 per cent. and a_ rally in Argentine and other South compared with 623. 
rather larger yield is shown on the American railway securities also tended to Among Argentine railway stocks, B.A 
equivalent stock of the Southern Rail- attract profit-taking; the reaction in (5, Southern 4 per cent. debentures ease: 
way. Yields of not far sh rt of 3} per values has been moderate at the time of t 69 and Central Argentine 5 per cent 
cent. are given by L.N.E.R. 3 per cent writing ; debentures to 41. San Paulo ordinar; 
debentures and Southern 4 per cent. de- Compared with a week ago, Great — . aot ‘sities. Gh abies 
bentures, and rather more than this rate Western ordinary was fractionally lower canes at ee F <l rs in 
is shown on L.M.S.R. 4 per cent. deben at 623; but as in the case of stocks of @™nouncement. Among sas ehcp 
tures. Good yields also rule on L.N.E.R the other home railways, there has been bonds, Nord were 58, and Orleans 47} 
and L.M.S.R. guaranteed issues; it would i sharp decline in prior charges. Great Elsewhere, Canadian Pacifics were frac 
seem that when markets become mort Western 4 per cent. debentures have tionally lower. 
Traffic Table and Stock Prices of Overseas and Foreign Railways 
Suite Gao with x Aggregate traffics to date Prices 
o 
Rail Miles Week > Totals arene a ¥ n se . 
aevays open ending Inc. or dec. % Increase or zs} $2 : psiess 
a compared é 19423 1941/2 decrease stock Lar Eo £2 we 
this year with 19412 > t a j> “ 
é é £ é £ 
Antofagasta (Chili) & Bolivia 834 16.5.43 26,260 + 7,060 | 20 525,920 416,080 + 169,840 Ord. Stk. 14 74 134 Nil 
Argentine North Eastern 753 15.5.43 14,568 1,098 46 566,388 493,680 + 72,708 = 64 3 64 Nil 
Bolivar ‘ 174 r., 1943 5,550 1,220 | 16 21,881 18,458 + 3,423 6p.c. Deb 194 10 204 Nil 
Brazil — — _— - _ = Bonds 203 9 224 Nil 
Buenos Ayres & Pacific 2,807 15.5.43 96,300 46 4,601,940 4,020,960 + 580,980 Ord. Stk. 7+ 4 7 Nil 
Buenos Ayres Great Southern | 5,080 15.5.43 159,540 + 19,320 46 7,404,660 6,753,660 + 651,000 Ord. Stk. 124 7t 134 Nil 
Buenos Ayres Western 1,930 15.5.43 59,520 + 2,460 46 2.488 200 2,361,540 126,660 a 123 6 134 Nil 
«| Central a 3,700 15.5.43 119,538 + 11,679 45 6,050, 109 4,830,297 + 1,220,112 se % 4h 8} Nil 
Fe — _ _ ~ - ~ ~ Dfd. 33 24 44 Nil 
©} Cent. Uruguay of M. Video 972 15.5.43 3¢ ,830 6,580 46 1,334,378 1,166,754 (+ 167,624 Ord. Stk. 8 4 7 Nil 
§ Costa Rica . 262 Feb., 1943 17,896 — 3,118 35 114,452 180,476 — 66,024 Stk. 164 il 1S Nil 
— | Dorada 70 Jan., 1943 6,000 + 3,530 4 _ | Mt. Db. 904 89 93% be 
| Entre Rios 808 15.5.43 18,210 + 1,236 | 46 812,760 712,284 + 100,476 | Ord. Stk. 33 44 7+ Nil 
= | Great Western of Brazil 1,030 15.5.43 13,600 + 6,009 !9 309,900 204,800 + 105,100; Ord. Sh. 9/- 9/- 47/6 Nil 
Pe} International of Cl. Amer 94 r., 1943 $643, 460 $92, 059 «+16 «$2,665,812 $2,597,912 + $67,900 _ - - _— — 
e Interoceanic of Mexico ~ - _ — -— - Ist Pref. iP 3 5/3 2 Nil 
as La Guaira & Caracas. Apr., 1943 8, 440 + 2,132 16 35,875 26,170 + 9,705 Sp.c.Deb. I1% 5 844 Nil 
: Leopoldina 1,918 15.5.43 31,282 3,070 19 625,998 578.665 + 47,333 | Ord. Stk. 63 34 €2 Nil 
3 | Mexican 483 14.5.43 ps. 312,600 |—ps. 33,600 18 ps. 6,889,200 | ps. 6,688,400 ps. 200,800 Ord. Stk. I + 14 Nil 
“ | Midland Uruguay 319 Mar., 1943 18,039 | + 2,103 | 36 134,739 123,127 11,612 - -- -- - - 
Nitrate 382 15.5.43 5,135 |— 2,654 17 55,1 54,875 275 Ord. Sh. 77/ 3t 80/6 Nil 
Paraguay Central : 274 14.5.43 $5,064,000 + $1,572,000 46 $187,195,000 $163,669.000 $23 576,000 Pr.Li.Sck. 53 40 523 aE 
Peruvian Corporation 1,059 Apr, 1943 89,811 ,084 40 847,392 752,443 91,949 Pref. 19} 54 16 Nil 
Salvador é 100 Mar., 1943 c 140,000 ¢ 14,000 38 | « 912,000 ¢ 782,172 c 123,828 -— _ _ 
San Paulo 1534 5.43 43,412 + 5,361 | 19 680,673 658,986 21 ~~ Ord. ‘Stk. 59 41 2% 
Taltal ... 160 pr., 1943 2,470 |- 2,735 | 21 43,81 44,220 — Ord. Sh. 41/-| 23/ He Nil 
United of Havana 1,346 15.5.43 57,600 8,454 46 2,357,809 1,454,843 + 902, see Ord. Stk. 84 23 é+ Nil 
\Uruguay Northern 73 Mar., 1943 1,591 46! 39 12,65 11,090 + 1,569 — _ = - 
3 
= Canadian Pacific 17,034 145.43 1,068,600 |+ 70,000 | 16 19,539,600 17,627,800 1,911,800 Ord. Stk. 163 9% 163) Nil 
a 
U 
(BarsiLight . 202 Jan., 1943 22,440 + 10,612 | 42 172,958 135,863 + 37,095 _ - — - - 
- | Bengal & North Western 2,090 Nov... 1942 264,975 |— 33,087 8 449,400 561,082 — 111,682 _ — — -~ 
S | Bengal-Nagpur 3,267 Feb., 1943 932,775 |+ 84,975 46 10,031,400 9,111,000 + 920,400 Ord. Stk. 1024 88 1034 3% 
24 Madras & Southern Mahratta 2,939 10.1.43 242,475 + 33,202 3€ 6,658,391 5,656,721! 1 ,COO, 167 oe 1054 87 1084 54 
= | Rohilkund & Kumaon 57! = Nov., 1942 555,750 + 5,072 8 115,950 99,909 + 16,041 _ —_ —_ - ee 
| South Indian . 2,402 10.1.43 166,555 + 778 «#39 4,928,736 4,148,309 + 780,427 * 1033 88% 1023 4v5 
{ Eeyptian Delta 607 31.3.43 15,554 | + 3,703 | 44 474,050 349,338 + 124,712| Prf. Sh 54 1) 4 Nil 
3 | Manila _ —_— -- — — — B. Deb 44 35 36 9# 
o } Midland of W. ‘Australia 277 Mar., 1943 33,862 + 15,274 | 36 286,570 177,483 + 109,087 | Inc. Deb 95 90 98 6% 
5S ] Nigerian a 1,900 27.2.43 72,670 -— 24.705 46 3,262,161 2,894,620 + 367,541 _- — _— _ _ 
> | South Africa ... 13,291 10.4.43 848,518 + 107,109 I 1,291,127 1,098,214 + 192,913 _ — — - _ 
Victoria 4,774 Jan.. 1943 1,480,058 + 169,521 | — — - -- ~~ _ _ — 
Note Yields are based on the approximate current prices and are within a fraction of + Argentine traffics are given in sterling calculated @ 16% pesos to the £ 


t Receipts are calculated @ Is. 6d. to the rupee 
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